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Spread-Over Holidays 
THE Cornish coast resorts are keenly interested in the 
movement to encourage a wider spread-over of the 
summer holiday period which the railway companies are 
doing much to foster, and last week-end the Newquay 
Urban District Council, in conjunction with the G.W.R., 
arranged a press visit to Newquay, St. Ives, and the 
North Cornish coast. The object was to give the daily 
press some idea of the suitability of the West Country for 
holidays in the early summer months, the keynote of the 
trip being ‘‘ June holidays are longer.’’ The Cornish 
resorts are especially favoured on account of the excep- 
tional climatic conditions they enjoy, but there is no sub- 
stantial winter tourist season west of Plymouth. The 
resorts would, therefore, greatly prefer to have four 
months of the year in which visitors would come to them 
in numbers sufficient to fill but not to overcrowd hotels 
and beaches, and, instead of the customary applications 
for accommodation during August which exceed capacity, 
the resorts emphasise that the attractions of June could 
be appreciated and used more extensively to the mutual 
advantage of visitor and accommodator. Although the 
press visit took place on the first four days of April the 
guests were enabled to enjoy something of the charm of 
that early spring which comes to Cornwall. Incidentally, 
Newquay lies so much farther to the west than London 
that the sun sets there almost half-an-hour later than 
in the Metropolis, and Newquay has therefore long used 
the slogan ‘‘ The lamps are alight in London before the 
sun has set in Newquay.”’ 
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Grouping as it Might Have Been 

A fascinating vision of possible nationalisation in Great 
Britain half a century ago was one of the many interest- 
ing points raised by Mr. F. R. E. Davis, Secretary of 
the G.W.R., in a short talk he gave last week to the 
Aldersgate Ward Club. Although insufficiency of traffic 
and the consequent inability to continue operations was 
an important factor leading to the absorption of minor 
companies, it is of interest to note that for a very long 
period Parliament was strongly against the amalgamation 
of large railway undertakings. Mr. Davis remarked that 
in the 1850’s negotiations were actually begun for the 
amalgamation of the Great Western, London & North 
Western, and London & South Western railway companies, 
but difficulties arose in connection with the arrangement 
of terms and, upon its becoming apparent that Parliamen- 
tary sanction would not be forthcoming, the proposal was 


dropped. What might not have been the consequence 
of such a combination? The answer in Mr. Davis’s words 
is ‘‘ Possibly a greater degree of unification than that 


effected 70 years later under the Railways Act, 1921, 
which resulted in 119 separate railway undertakings in 
Great Britain being amalgamated into four companies.”’ 
It needs no great stretch of the imagination to see that 
such a powerful combination would undoubtedly have 
brought ultimate nationalisation within the range of prac- 
tical politics more than half a century ago. 
* * * * 

The Week’s Traffics 

Notwithstanding the comparison with a week in 1937 
which included Easter Monday the traffics of the four 
main line companies for the past week show a net increase 
of £54,000. For the 13 weeks of the year to date the 
combined receipts total £37,757,000, a net increase of 
£596,000 or 1°60 per cent. As will be seen from the 
accompanying table the decrease for the week of £92,000 
in passenger train receipts is more than offset by increases 
of £72,000 under merchandise and of £74,000 under coal. 
On the Irish railways the traffic week ends on a Friday, 
and the decreases for the past week of £1,185, £5,200, 
and £12,820 on the Belfast & County Down, Great 
Northern, and Great Southern respectively, compare with 
a period in 1937 in which were the traffics for Easter Eve 
to. Easter Monday, inclusive. 





13th Week Year to date 
A a, 
Pass., &c. Goods, &¢ Coal, &c. lotal Inc. or Dec 

£ £ £ f f "o 
L.M.S.R. 32,000 28,000 15,000 11,000 142,000 0-93 
L.N.E.R. 39,000 6,000 32,000 — 1,000 306,000 + 2-75 
G.W.R. 10,000 31,000 27,000 48,000 163,000 4- 2-64 
S.R. 11,000 7,000 - 4,000 - 15,000 — 0-32 


London Transport receipts for the past week were £17,600 
down, but for the 40 weeks of the current financial year 
they show an increase of £110,000. 
* * * * 

Southport & Cheshire Lines Extension Railway 

This company’s double-track railway of 14 miles from 
the Cheshire Lines station at Aintree to Lord Street 
station, Southport, was opened for passenger traffic on 
September 1, 1884, and for goods traffic with Southport 
station on June 1, 1885. A new seaside resort at Ains- 
dale Beach has been opened on the system within the 
last few years. Though a separate undertaking, the 
railway has always been worked by the Cheshire Lines 
Committee. It connects with the former Lancashire & 
Yorkshire Railway at a point just north of Aintree, and 
again at Hillhouse. In the report for the year 1937, 
Account No. 9 shows “ proportion of receipts under 
working agreement, after adjustment ’’ at £8,079, com- 
pared with £8,087 for 1936, and the balance carried to 
net revenue account is £7,451, against £7,469. This 
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balance, together with £1,694 brought in and_ back 
interest, &c., £280, covers the debenture interest of 
£6,000 and enables 2 per cent. for the year to be paid 
on the £75,000 of 2} per cent. preference stock, leaving 
£1,925 to be carried forward. A 2 per cent. preference 
dividend has been regularly paid for each year from 1921 
to 1937, inclusive, but the ordinary stock of £288,000 has 
never received a return. 
* * * * 

Overseas Railway Traffics 

The Bombay, Baroda & Central India which ended its 
financial year with an increase of £42,075 has not fared 
well since last December. For its first 39 weeks it had 
an increase of £239,925, but in 1938 its weekly decreases 
have been generally substantial. On the Central Uruguay 
Railway for the first 39 weeks of its financial year the 
sterling receipts of £699,123 show an improvement of 
£20,822, and the decrease in Uruguayan currency has 
been reduced to $186,942. At this time a year ago the 
Central Argentine had an increase of £1,237,373, the 
Buenos Ayres Great Southern one of £685,844, the Pacific 
was up £328,585, and the Western £151,574. 


No. of Weekly Inc. or Aggregate li I 
Week Traffics Decrease raf Decrease 
4 ‘ 4 f 

Buenos Ayres & Pacific 40th 104,404 19,169 3,502,237 156,366 
Buenos Ayres Great Souther 40th 176,861 — 17,184 6,036,847 37,883 
Buenos Ayres Western 40th 44,231 - 17,556 1,816,005 130,226 
Central Argentine 40th 103,703 — 73,381 4,902,476 1,206,974 
Canadian Pacific 13th 669,800 131,600 6,033,200 — 300,200 
Bombay, Baroda & Central India 52nd 315,600 19,350 8,979,525 $2,075 


Aggregate gross earnings of the Canadian Pacific for the 
first two months of 19388 amounted to £3,939,600, a 
decrease of £44,200, but in the net earnings of £176,200 
the decrease was as much as £204,600. 
‘* * oa + 
Commercial Research on Railways 
Although often complementary, the activities of the 
commercial and scientific research departments on rail- 
ways have their distinctive spheres. Explaining com- 
mercial work in a paper we summarise on page 728, 
Mr. J. R. Pike, Research Assistant to the Chief Com- 
mercial Manager, L.M.S.R., described the detailed studies 
of industries and their marketing methods carried out by 
his company to ensure for the trader the transport service 
suited to his needs. Such studies include interviews with 
traders and their associations—an unusual blending of 
the scientific with the personal touch that in itself must 
have a commercial value. Having done its best to 
analyse transport requirements, the commercial research 
department proceeds to see that the railway fulfils in the 
most satisfactory way the responsibilities to industry which 
it has sought. Hence the investigations into methods of 
packing and stowage of goods described by Mr. Pike, 
and, in the case of the L.M.S.R., the design of the shock- 
absorbing wagon. The practical value of research into 
such matters could not be better indicated than by Sir 
Josiah Stamp’s announcement at the annual meeting of 
the L.M.S.R. on March 10 that his company has ordered 
100 open 12-ton wagons of this type. 
* * * * 
The Castlecary Accident Case 
[he trial on a charge of culpable homicide of the drive 
of the L.N.E.R. express which ran into a standing passen- 
ger train at Castlecary on December 10, with the loss of 
35 lives, the worst British railway accident since that 
at Gretna in 1915, ended abruptly on the second day. 
As we reported last week, the indictment charged the 
driver with ignoring the warning indication of the Castle- 
cary down distant, and overrunning the home signal in 
consequence, so that the whole case revolved round the 
position of the distant arm when the express—and indeed 
the previous train—passed it. As will be readily 
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supposed, contradictory evidence was given about this as 
well as about the condition of the weather for an hour 
before the accident, the cleanliness of the signal spectacles 
and the visibility of the lights. There being apparently 
no material means of positively proving what the position 
of the signal was, as for example by the existence of 
block instrument control, the prosecution could find no 
further substantial ground for pressing the charge. The 
judge said that in any event he would have had to direct 
the jury that the evidence did not justify a verdict of 
guilty. In view of the conflicting statements that have 
been current concerning this unfortunate affair, in court 
and out of it, Lt.-Colonel Mount’s report on his inquiry, 
held largely in private, will be awaited with considerable 
interest. 
* * * * 

The U.S.A. Train Limit Bill 

In July last a Bill to limit freight train loads to 70 
vehicles was passed by the U.S.A. Senate. The measure 
which was sponsored by representatives of the railway- 
men’s unions who advanced pleas of safety and benefit 
to the railways, has just been rejected by the Interstate 
and Foreign Commerce Committee of the House of Repre- 
sentatives. Trains of 85 to 150 bogie cars of the high- 
capacity standard in the U.S.A. are common in that 
country, with gross train loads averaging perhaps 9,000 
tons behind the tender. These trains are all equipped 
with automatic couplers and compressed air brakes and 
it is stated that accidents to men handling long trains 
are actually fewer than to those on shorter trains whether 
the criterion be based on train-miles or car-miles per acci- 
dent or injury. As they were convinced that safety was 
not at stake the railway administrations opposed the Bill, 
the enactment of which was estimated to send up opera- 
ting costs by some £18,000,000 a year on the basis of 
1936 expenditure. The consistent policy of the railways 
for some time has been to work up an efficient service 
of fewer but longer trains with a tendency to increasing 
speed, a policy involving heavy expenditure in permanent 
way, signalling, and equipment. The enforcement of a 
70-car train limit would have made the bulk of these im 
provements abortive, and heavy fresh expenditure on re- 
equipment would be necessitated by the greatly increased 
numbers of trains required. 

* * * * 


China’s Desperate Defence of Vital Railway 

Though strictly in accordance with military rules, it 
is significant that the greatest stand at present being made 
by the Chinese against the Japanese is in defence of 
Suchow, the most important railway junction in China, 
Where the principal north-south and east-west lines inter- 
sect. These lines are the Tientsin—Pukow (Nanking) 
Railway—now mostly in Japanese hands—and the Lung- 
Hai Railway respectively, and it is the command of the 
latter that is of vital importance to the resistance of the 
Chinese in eastern China. The Tientsin—Pukow line is a 
part of the Peiping (Peking)—-Tientsin—Pukow—Nanking 
—Shanghai trunk route, the most important in the 
country. The Lung-Hai Railway is, however, compara- 
tively new, and is, in fact, still under construction in so 
far as its western extension is—or was until war broke 
out—being pushed out from Sian Fu towards Lanchow 
in the north-west and Chengtu in the west. It is based 
on the new terminal port of Lienyunkang near Haichow 
on the Yellow Sea, where the harbour has already been 
subjected to air and sea bombardment. The Lung-Hai 
line will, when completed, form a direct outlet from the 
Provinces of Kansu, Szechwan, and Shensi to the sea, 
and meanwhile its defence is the crux of the situation in 
the war. 
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An Edelweiss Pullman Possibility 


An interesting sequel to the announcement of the ac 

leration of the Rheingold express between Basle and the 

ok of Holland, made in our January 21 issue, has 

en the acceleration by one hour of the service from 
Antwerp to Parkeston Quay, which became effective from 
February 1. As we pointed out in our editorial comment 
n the Rheingold acceleration, which comes into force 
mn May 15 next, the competition exercised between the 
Rheingold express, via Germany and Holland, and the 
Edelweiss Pullman, via France and Belgium, for the traffic 
from Switzerland to London by these comfortable 
L.N.E.R. routes, and hitherto on an equal footing with 
simultaneous departures from Basle and breakfast time 
arrivals in London, would be considerably affected by the 
Rheingold express leaving Basle three hours later, but 
vith its L.N.E.R. boat and rail connection still reaching 
London at the same time as before. Now, however, that 
the Antwerp boat connection leaves Brussels at 6.50 in- 
stead of 5.53 p.m., there is a margin of 2 hr. 41 min. 
between the arrival in Brussels of the Edelweiss Pullman 
ind the departure for London via Antwerp—Harwich, so 
that quite a moderate acceleration of the Edelweiss would 
permit a similar midday departure from Basle to that of 
the Rheingold, and would equally widen the scope of the 
former’s connections in Switzerland. And if the change 
is made, why not a through Pullman portion from Basle 
to the quay at Antwerp? 

* * * * 


Internal Railway Advertising in India 


Not altogether undeserved in the past were the 
reproaches often voiced in India on the score that the 
railways, though active enough in instituting propaganda 
to attract tourists from abroad, were lacking in initiative 
where internal publicity was concerned. It must be 
remembered, however, that their problems are very dif- 
ferent from those in most other countries. Illiteracy of 
nine-tenths of the population is not the least of the 
obstacles besetting their advertising departments, and 
almost equally complex is the diversity of the principal 
languages of the sub-Continent, not to mention the 
hundreds of local dialects. Then, too, there is the dif 
ficulty of getting at the villagers, comparatively few of 
whom live close to railways or even main roads. In our 
Overseas columns this week are described the measures 
taken to advertise facilities connected with a religious fair 
or mela. To cover even the comparatively limited area 
concerned, folders in nine and posters in seven dialects 
or languages have been distributed. Nor can the central 
bureau be accused of lack of initiative any longer, as it 
has arranged for the scattering of leaflets by aeroplane 
over six towns, and for a representative, accompanied 
by a Hindu elder, to canvass 3,000 miles of roads by 
motorcar. The pandit will not lose the opportunity to 
impress on his audiences the value of the pilgrimage for 
the good of their souls. 

* * x 


A Misunderstanding at Euston 


Lt.-Colonel Woodhouse’s report on the collision at 
Euston on November 10, 1937, a summary of which 
appears on page 729, shows the cause to have been a 
misunderstanding over bell signals. The signalman at 
No. 2 box declared that the train was described to him 
as a light engine (2 pause 3), which he was expecting 
for the 11.45 p.m. train, whereas in fact empties were 
approaching to form the 12.40 p.m., which the signalman 
in the rear said he signalled—and had acceptance of— 


under the 2 pause, 2 pause 1 signal. The result was that they 


were turned into the platform occupied by the 11.45 p.m. 
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train, which the driver had no- chance to see in time. 
L nless proper care is exercised many block signals can 
easily be misinterpreted, and some form of describer 


—even the simple Walker needle—would seem _pre- 
ferable at such a place. Many signalmen fail to 


realise sufficiently that a person expecting a certain 
message and receiving one somewhat resembling it can 
easily jump to wrong conclusions, both with bell signals 
and telephone conversations. We have time and time 
again heard 2 pause 2 pause 1, for instance, given almost 
like 5 consecutively, or ‘‘ train out section ’’ (2 pause 1) 
as 3 consecutively. In connection with Colonel Wood- 
house’s remarks on calling-on arm working, we would 
again draw attention to the arrangement now in use at 
the Gare du Nord, Paris, referred to editorially in our 
issue of October 15, 1937, whereby it is impossible to give 
the calling-on indication to an approaching train unless 
there is enough clear space in the platform to receive it. 
* * * * 


Electric Locomotive Design 

The apparently successful use of the nose-suspended 
electric traction motor at service speeds up to 100 m.p.h. 
or more has long been a matter on which engineers have 
pondered, and despite the ever-widening application of 
one form or another of individual axle drive, Mr. C. E. 
Fairburn, in his paper read yesterday before the Insti- 
tution of Electrical Engineers, considered that the 
advantages of the latter type might have been over- 
estimated in comparison with the much cheaper and 
simpler nose-suspended motor. In so far as express 
locomotives are concerned, it is probable that the power 
output now required per axle has in itself ended the 
day of the nose-suspended motor, but for all other duties, 
including some super-speed trains, the tramway type. of 
motor seems as popular as ever. With the aid of ex- 
tremely comprehensive tables, Mr. Fairburn discussed the 
trend of electric locomotive design during the past dozen 
years or so, but it is within the last five or six years that 
the real progress in both mechanical and electrical equip- 
ment has become evident, culminating in the production 
of single rigid-framed locomotives with short-time out- 
puts in excess of 6,000 h.p., and thus eliminating the 
necessity of using two locomotives coupled in multiple- 
unit, even for the heaviest trains. We hope to cover 
Mr. Fairburn’s paper in greater detail in a future issue 
of our Electric Railway Traction Supplement. 

* * * * 

Great Wits 

We see that a contemporary has lately inquired whether 
railway enthusiasts are mad (putting it as bluntly as that). 
To us it is a constant sorrow that the enthusiast’s absorp- 
tion is so commonly ascribed to defective mental powers 
in other directions, rather than to the lofty grandeur of 
his chosen subject. Only the boldest intellect, we feel, 
would embark upon the many-sided study of railways. 
Once the plunge has been taken, the subsequent dedication 
of the mind to a single theme is far from striking us as 
deserving of contempt, but increases our respect. En- 
thusiasts not only persist, but seem to multiply, from 
which we hope it is not an impertinent deduction that a 
proportion of them finds time to become husbands and 
fathers. Considering the thought and trouble lavished by 
many merely upon qualifying for these offices, let alone 
assuming their responsibilities, the casual ease with which 
the railway enthusiast must conduct his matrimonial 
transactions in the intervals of pursuing an elusive tank 
engine from shed to shed is a tribute to his personal 
magnetism. If it is true that ‘‘ great wits to madness 
oft are near allied,’’ the railway enthusiast strikes us as 
the exception proving the rule. 
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Centenary of the Atlantic Ferry. 


N these days when ocean liners cross the “‘ herring 
pond ’’ in four or five days, it is difficult to visualise 
the enormously greater gulf which separated Europe from 
North America a hundred years ago, but radio and public 
press are combining to reconstruct the scene on the 
occasion of the centenary of the inauguration of the first 
regular steamship service across the Atlantic. The pioneer 
vessel was the Great Western, a name which suggests a 
railway association, and there was in fact a close link with 
the Great Western Railway. Had events developed on 
slightly different lines from those they actually did, it 
is a fascinating thought that the G.W.R. might have 
developed into a kind of Canadian Pacific organisation 
with railways in this country and North Atlantic steam- 
ship services—and perhaps even connecting railways on 
the Canadian side. Subsequent to the granting of Royal 
Assent to the Bill authorising the construction of the 
Great Western Railway between London and Bristol, on 
August 31, 1835, a meeting of the board of directors 
(which then consisted of members of the London and 
Bristol committees, who had promoted the Bill) was called. 
At that gathering mention was made of the length of the 
line and Brunel, the famous Engineer of the railway, made. 
the suggestion that it should be extended by a steamship 
service from Bristol to New York. The idea thus thrown 
uut seems to have impressed the Bristol directors of the 
company particularly, and later the same evening four of 
their number, Messrs. Guppy, Scott, Pycroft, and Bright, 
discussed the matter at their London hotel at some length. 
The result was that early in the New Year (1836) the 
Great Western Steamship Company came into being with 
1 capital of £250,000 to operate a steamship service 
between Bristol and New York. Eight members of the 
G.W.R. directorate (all of the Bristol Committee) were 
among the personnel of the steamship company, five as 
directors, two others as trustees, and another as an auditor. 
Ihe association between the railway company and thx 
steamship company was even closer, for the two under- 
takings had the same bankers and solicitors in Bristol. 
What was more to the point, however, Brunel was com- 
missioned to design the vessel which was to inaugurate 
the first ocean steamship service, and it was to be named 
the Great Western. As far as is known, Brunel, then 
thirty years of age, had had no previous experience in 
steamship construction, and it is no small tribute to his 
versatility and engineering genius that he was able to 
undertake such a commission whilst engaged with the 
many problems confronting him in connection with the 
railway. Those were early days of steam navigation and 
the project came in for a good deal of hostile criticism, 
not to say ridicule, but the work of building the ship 
went ahead and on July 19, 1837, the Great Western was 
launched from  Patterson’s shipyard, Bristol, before 
thousands of wondering spectators. The Great Western 
was of wooden construction, 236 ft. long, 35 ft. 4 in. 
beam, and 59 ft. 8 in. over the paddle boxes, 16 ft. 
8 in. draught, of 1,320 tons (measurement) and 2,300 tons 
displacement. The paddle wheels were 28 ft. 9 in. in 
diameter. The engines were made by Maudsley, Sons & 
Field and were the largest marine engines constructed up 
to that time. 

The ship was sent to London for the installation of her 
engines and it was on her return journey to Bristol (after 
the work had been completed) that an accident occurred 
which nearly deprived the G.W.R. of its famous engineer- 
in-chief. The Great Western left Blackwall for Bristol 
early on the morning of March 31, 1838, with Brunel on 
board. About three hours after starting a fire broke out 
on board originating in the felt covering of the boilers 
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and setting alight the beams and upper part of the deck 
and it was deemed advisable to run the ship on a mud 
bank near Chapman Beacon in order to deal with the 
flames. While the captain was directing the fire hos« 
operations in the fore hatch, Brunel, in going to his 
assistance, stepped on a _ burnt ladder-rung and fel! 
eighteen feet on to the captain below. At the moment it 
was not known who had fallen, but after the captain 
had been struck, an apparently lifeless man was found 
lying covered to the ears in water on the floor. When 
the unconscious man had been hauled on deck, he was 
found to be Brunel, and there is little doubt that he would 
have been killed outright had he not fallen on the cap- 
tain. The fire and accident to Brunel caused considerabl 
alarm at the time and there was a rumour in Bristol that 
not only was Brunel seriously injured, but that the Great 
Western had been burned out, so that the arrival of the 
ship at her home port on April 2 caused a good deal of 
surprise. Brunel seems to have made a fairly quick re- 
covery, for he was at Paddington on April 21—just three 
weeks after his accident—‘‘ looking better than could have 
been expected ’’ according to Mr. G. H. Gibbs, the 
G.W.R. director-diarist. 

The damage io the vessel was not very considerable and 
six days later she was able to set out on her maiden Atlantic 
voyage to New York, which was reached after a passage 
of fifteen days on April 23. | Meanwhile, the British & 
American Steam Navigation Company was also aspiring 
to the honour of inaugurating the first regular Atlantic 
steam service, but that company’s vessel, the British 
Queen, was not completed in time owing to the failure 
of its engine builders. As the Great Western was near 
ing completion, the B. & A. chartered the little Irish 
Channel vessel Sirius (178 ft. x 25} ft., 703 tons) from 
the St. George Steam Packet Company and despatched 
her to New York. She left Cork on April 4, 1838, and 
reached New York a few hours before the Great Western. 
Although the Sirius thus won the honour of arriving first, 
she made only two Atlantic voyages, and it was un- 
doubtedly the Great Western that can claim to have in- 
augurated the regular Atlantic steam services. She left 
Bristol on April 8 with seven passengers and 850 tons of 
coal in her bunkers, of which 200 tons was still uncon- 
sumed on arrival at New York which, doubtless, much 
pleased Brunel in view of the prophecies of the critics— 
that no steamship could carry enough coal to steam across 
the Western Ocean. An illustration of the Great Western 
is reproduced on page 724. 

On the return crossing upwards of a hundred thousand 
persons assembled to witness the Great Western’s de- 
parture from New York on May 7 with 68 passengers. 
The crossing was accomplished in fourteen days on 392 
tons of coal. Thereafter, regular steamship services were 
operated across the Atlantic by the Great Western. She 
made 74 crossings in all, carrying an average of 85 pas- 
sengers. Her fastest crossings were 12 days 18 hours west- 
ward, and 12 days 7} hours eastward. In April, 1847, 
the Great Western was sold for service between Southamp- 
ton and the West Indies, and in the meantime (1840) the 
Cunard Company had been formed and was operating 
services across the Atlantic with vessels built on the lines 
of the Great Western and similarly engined. After a useful 
life of nearly twenty years, the vessel was sold at the 
end of 1856 to Messrs. Castle of Vauxhall for breaking 
up, and it is interesting to record that Brunel made a 
journey to Vauxhall to see the last of his famous first 
steamship, which had marked an epoch in navigation as 
the pioneer of ocean steamship services. The centenary 
of the Great Western’s pioneer crossing from Bristol to 
New York is being celebrated in Bristol today by a 
programme worthy of her achievement. 
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Canadian Pacific Railway Company 


F ROM its railway operations during the year 1937 this 
company secured an increase of $6,522,795 or 47 
per cent. in gross earnings, but working expenses, includ- 
taxes, advanced by $6,091,659 or 5-3 per cent., leav- 
net earnings only $431,136 higher. Other income, 
wever, after deducting $3,894,469 for depreciation of 
sicamships and $1,257,598 for depreciation of hotels, in- 
creased by $4,998,340. Fixed charges, amounting to 
$24,041,534, were $128,236 higher, which was more than 
counted for by an increase in interest on equipment 
‘bligations due to the acquisition of additional modern 
lling stock. As already mentioned in the preliminary 
iancial statement published in our issue of March 18 at 
ize 559, interest amounting to $1,868,140 has been paid 
1 certain bonds of the Minneapolis, St. Paul & Sault 
Ste Marie Railway Company (Soo Line). A dividend of 
2 per cent. is being paid on the 4 per cent. preference 
stock for 1937 out of earnings, comparing with 1 per cent. 
for 1986. Some railway operating figures are compared 
ii the accompanying table :— 


t 


1937 1936 
17,186 17,223 
37,694,030 36,606,897 
7,820,721 7,387,406 
29,842,861 27,985,478 
388-78 408 +22 


Miles open. . 
lrain-miles 
Passengers. . ~ 
fons, revenue freight 
\verage haul, miles : 
Operating ratio, per cent 
taxes) ws ig 


(including 
83-18 
$ 
106,045,022 
15,665,347 
138,562,763 


83 -64 


$ 
111,044,598 
16,633,040 
145,085,558 


lreight earnings 
Passenger earnings 
Gross earnings 


Working expenses “- , .. 121,343,311 115,251,652 
Net earnings - ’ 23,742,247 23,311,111 
Net income a ie ne --. 80,011,956 29,942,482 


The increase in gross earnings during the first half 
of the year was 7-6 per cent., but, owing largely to the 
crop failure in Saskatchewan, the increase in the last six 
months was only 2°3 per cent. In earnings from grain 
and grain products there was a decrease of $5,869,000 

more than 26 per cent., and the grain handlings 
during the year were the lowest since 1908. Passenger 
earnings increased $967,693 or 6-2 per cent., the largest 
idvance in one year since the low point of 1933. All 
classes of passenger travel contributed. In freight earn- 
ings the improvement was $4,999,575 or 47 per cent., 
the large reduction in grain traffic being more than offset 
by continued improvement in traffic from mines, forests, 
and manufactures. Of the increase in working expenses 
$2,243,788 resulted from the progressive restoration of 
deductions from basic rates of pay of employees. The 
rate of deduction generally in effect at the beginning of 
he year was 10 per cent., and one-tenth of this was 
estored on each of the first days of February, April, 
June, August, October, and December. Effective April 1, 
the rate of deduction for senior officers was reduced from 
15 per cent. to 10 per cent.; for the directors and members 
of the executive committee from 20 per cent. to 15 per 
cent., and for the President from 35 per cent. to 30 per 
cent. 

The cost of maintaining way and _ structures 
($20,798,483) decreased $670,765. This was due in part 
ti smaller expenditure for removal of snow and ice and 
in part to the fact that the expenses in 1936 included 
$1,605,000, the company’s proportion of the cost of pro- 
viding work at the request of the Dominion Government 
for 5,000 unemployed men transferred from relief camps 

hich were being closed. Maintenance of equipment ex 
penses, amounting to $28,885,921, showed an increase of 
$3,273,728, of which $1,302,000 represented increased 
charges for the retirement of rolling stock. Repairs were 
heavier, and 141 passenger cars (12 more than in 1936) 
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were air-conditioned. In the transportation expenses of 
$52,536,171 there was an increase of $2,689,357 or 5-4 
per cent., more than accounted for by the partial restora- 
tion of wage deductions. The average freight train load- 
ing decreased slightly from 1,557 tons to 1,544 tons, but 
the average speed of trains was greater, and gross ton- 
miles per train-hour increased from 25,370 to 25,745 tons. 
By agreements of January 15, 1938, with the Canadian 
National Railways Company, the Canadian Pacific 
abandons the operation of its line between Linwood and 
Listowel in the province of Ontario, and the Canadian 
National abandons the operation of its line between 
Middleton junction and Bridgetown in the province of 
Nova Scotia. 


Agreed Charges 


HiE Road & Rail Traffic Act, 1933, conferred upon 
the British railways the power to enter into agree- 
ments, with the sanction of the Rates Tribunal, for the 
conveyance of merchandise at an agreed charge. A 
steadily expanding volume of traffic is being charged by 
this method, and there are now about 600 agreed charges 
in operation, about two-thirds of which cover freight train 
traffic and the balance passenger train traffic. The whole 
of these are on a tonnage, package or animal basis, with 
the exception of that relative to F. W. Woolworth & Co. 
Ltd., which is based upon an agreed percentage, now 
4 per cent., of the firm’s annual turnover. The tonnage 
conveyed under the last named charge is easily the largest 
of that covered by any agreed charge, but thanks to the 
co-operation of the parties concerned, the arrangement 
operates extremely smoothly. In computing an agreed 
charge the companies endeavour to make a complete sum- 
mation of the whole of the transport charges paid by a 
trader during a representative period, by all means of 
transport. When completed, the division of the tonnage 
or number of packages into the total cost gives the 
average charge paid by the trader for transport per unit. 
Although this average has to be adjusted in a number 
of cases to make allowance for the bulking of consign- 
ments, or alterations in the method of packing, &c., 
the majority of the agreed charges now in operation repre- 
sent approximately the average summation of the charges. 
It will be appreciated, of course, that when, as occasionally 
happens, the bulk of a trader’s traffic has been conveyed 
other than by railway, the fixation of an agreed charge 
at the average rate paid by the trader, may represent a 
reduction on the sum per unit previously paid in respect 
of the rail-borne traffic only. 

When agreement has been reached with the trader as to 
the quantum and conditions of the proposed agreed charge, 
the approval of the Railway Rates Tribunal has to be 
obtained. Incidentally, the number of cases in which 
agreement cannot be reached with the traders concerned 
is about three times as great as those in which agreement 
is reached. The trikunal is required by statute to be 
satisfied that the object te be secured in making the 
charges could not be obtained by the grant of exceptional 
rates, and also as to its probable effect on the net revenue 
of the railway company. On this point the companies 
are generally able to show that the offer of the agreed 
charge is conditional upon the trader handing the whole 
of his traffic to the railway, with miner exceptions to meet 
particular requirements. In a number of cases also the 
trader is given the option of continuing to forward his 
traffic at the same charge by Carter Paterson & Co. Ltd., 
a railway-owned road company. It is open to any trader 
or representative body of traders who considers that his 
or their business may be affected detrimentally by the 
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approval of an agreed charge, te object before the tribunal, 
and if the merchandise in question is similar to that to 
which the proposed agreed charge relates, to ask for such 
a charge to be made applicable to this merchandise. In 
fact, however, very few such objections have been made. 

After the tribunal has approved an agreed charge for 
cperation for a limited period, tests are taken by the rail- 
way companies for representative periods during its cur- 
rency for the purpose of calculating the carriage charges 
at the ordinary rates which would have been applicable 
to the traffic. This enables any material alteration in the 
nature of the trader’s business or in his methods of dis- 
patch to be brought to light, and the agreed charge 
adjusted accordingly upon its renewal, usually at the end 
of twelve months. It should be emphasised that a trade 
having an agreed charge is not in any more favourable 
position than any other trader except for such advantage 
as he may secure from the stahilisation of his carriage 
charges for a period, and from the time lag in adjusiing 
any variation in the charge. Obviously, however, the lag 
in adjusting the charge to altered circumstances may affect 
him detrimentally. The main advantage is that the check 
ing of accounts is considerably facilitated and a reduction 
effected in clerical costs associated with transport. It 
seems evident, from the steady flow of applications for 
agreed charges, that this method of charging will becoiie 
a permanent feature of British railway charging practice 
in future; but experience has shown that it is not equally 
suitable for every type of business and must, therefore, 
be used with discrimination. 
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Argentine Railway Statistics 


THE Instituto de Estudios Economicos del Transport. 

has just issued in Buenos Aires a summary of the 
statistics of the Argentine railways for the year 1936. 
The total mileage of the whole system at the end of the 
year was made up as follows :— 


5 ft. 6in. 4ft.84in. Metre 2ft.6in. Totals 

Privately owned, km. 22,583 2,994 5,552 31,129 
State, km. 1,392 560 7,030 267 9,249 
Provincial, km. 1,367 1,367 
23,975 3,554 13,949 267 41,745 


The following are the principal operating statistics given 
in the summary, as relating only to the privately owned 
railways, and compared with the corresponding figures for 
the previous period :— 

1935 
133,331,102 
3,451,112 
39,113,282 

9,924,895 
pesos, m.n 
82,755,107 
307,657,304 
423,603,461 
314,679,833 
107,628,145 


1936 
136,032,512 
3,627,784 
39,452,705 
10,228,110 
pesos, m.n. 
86,017,739 
304,567,123 
428,021,399 
317,976,892 
107,086,983 


Passengers, number 

Passenger-kilometres 
Goods, tons ta oP 
(Goods, ton-kilometres (thousands) 


(thousands) 


Passenger receipts 
Goods receipts 

Gross earnings ne 
Operating expenses 
Net earnings 

The total number of employees has been reduced during 
the year from 105,324 to 103,895. The whole capital of 
the privately owned railways is given as 3,460,182,941 
pesos, national money. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


An Alternative London to Cambridgeshire 
and Lincolnshire Route 


London, W.6, 
March 14 


To tHe Eprror oF THE RatLway GAZETTE 
Sir.—lI read with a great deal of interest the letter of 
your correspondent ‘‘ Veritas,’’ in which he referred to the 


possibilities of using the unaccountably neglected Hertford 
line for the running of semi-fast passenger trains 
between King’s Cross and the North, and by this means 
relieving the overburdened G.N. section main line between 
Wood Green and Stevenage of a certain amount of traffic. 

For many years I have had in mind a scheme whereby 
this loop, or part of it, would assume a very much more 
important role than that suggested. This is, the construc- 
tion of a new line from the neighbourhood of Stapleford 
on the Hertford loop across the not very difficult country 
to Royston on the Hitchin—Cambridge branch railway, a 
not exceptionally expensive proposition. 

By this means 1 new route would be opened between 
King’s Cross and Cambridgeshire, Norfolk and Lincolnshire. 


loop 


A route which could not only relieve the overcrowded 
G.N. section main line north of Wood Green, but also the 
similarly congested G.E. section line between Liverpool 


Street, Tottenham, and Cambridge. An almost unrestricted 
line would be available, via Hertford, between Cambridge 
and King’s Cross (where platform space will be liberated by 
forthcoming suburban electrification) which could be used 
to divert a great deal of traffic from the less popular Liver- 
pool Street terminal, where, on the other hand, suburban 
electrification may be expected to need additional space. 
Over this suggested route might be diverted practically 
the whole of the Liverpool Street and King’s Cross to Cam 
bridge buffet car expresses. 
months, these trains could have their continuation north- 
wards via Ely to (a) King’s Lynn and Hunstanton; (b) 


Principally during the summer 


King’s Lynn, Melton Constable, Sheringham, and Cromer; 
(c) Thetford, Norwich, Yarmouth, Lowestoft, North Walsham 
ind Cromer; (d) March (Wisbech), Spalding, Boston, Skeg- 
ness, Louth, Grimsby, and Cleethorpes; and (e) Spalding, 
Sleaford, Lincoln, and Gainsborough. 

Besides the purely London—Cambridge trains via the exist 
ing routes the following through services would also be re- 
placed . King’s Cross, King’s Lynn, Sheringham, and Cromer; 
King’s Cross, Boston, Grimsby and Cleethorpes; King’s Cross 
and Lincoln (in each case via Peterborough); Liverpool 
Street, Ely, King’s Lynn, Hunstanton; Liverpool Street and 
Newmarket; Liverpool Street, March, and Wisbech; Liver- 
pool Street, Ely, Norwich and Yarmouth (in each case via 
Tottenham). Other trains which might be diverted via the 
new route, March, Lincoln, and Doncaster, are the leisurely 
Marylebone—Newcastle night trains, as King’s Cross is a 
convenient distribution and collecting point for a much 
greater area than Marylebone. 

This programme is admittedly ambitious, it has some dis- 
advantages, but it is perhaps worth examination as besides 
relieving congestion over existing routes and giving con- 
venience, much train mileage would be saved as I do not 
think any more expresses than those used on the existing 
London—Cambridge service alone would be necessary to 
provide through carriage communication to the points 
enumerated north of Cambridge on as liberal a scale as at 
present considered sufficient by the L.N.E.R. The proposed 
London—Cambridge route would be some miles shorter than 
either of the existing routes. 

Between these trains and those suggested by ‘‘ Veritas ’’ 
the Hertford loop would at last be carrying the traffic which 
it was built to bear, and incidentally, the long-suffering 
residents of the county town might, between the various 
trains, be provided with a London service more in keeping 
with its importance or feelings of importance. 

Yours faithfully, 
‘“ VITESSE ' 
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PUBLICATIONS RECEIVED 


Railways of Thirty Nations: 
Gevernment versus Private Owner- 


ship. By P. Harvey Middleton, 
Secretary, Railway Business Associa- 
ti New York: Prentice-Hall, Inc., 
70, Fifth Avenue. 94} in. 6} in. 

1 in 328 pp. Illustrated. Price 
$3.00 net.—This book is sponsored by 
t] Railway Business Association of 
the United States to explain why so 


many countries have adopted the 
pe icy of Government ownership of 
railwavs and to determine from the 
experience gained in those countries 
whether that policy would be suitable 
for the United States. As the title 
of the book indicates, the railway 
systems of thirty nations are reviewed, 
and the conclusion reached is that 
since none of the conditions requiring 
government ownership apply in the 
United States, it would be an unsound 
national policy to consider the abandon- 
ment of private ownership there. The 
descriptions of the different systems 
necessarily vary very much in extent 
and value. 

Chapter I, which is devoted to the 
railways of the United States, inci- 
dentally gives the British reader in 
a few pages just what he wants to know 
regarding the growth of railways there 
and also teaches him much geography. 
British railways are appreciatively and 
on the whole accurately dealt with in 
Chapter 2. The story of Canadian 
railway development is told in Chapter 
3, wherein is shown the growth of the 
Canadian Pacific and of the systems 
now forming the Canadian National, 
though the references to the Grand 
lrunk are scanty and there is no 
mention of the shabby treatment meted 
out to its shareholders by the Dominion 
Government. The author is severe on 
the Government’s railway policy and 
believes with Professor Jackman that 
the two great railway systems of 
Canada should be unified in operation 
by a private non-political company. 
Railways in Australia have been con- 
structed in advance of traffic possi- 
bilities and political influences have 
led to the construction and continued 
operation of much unprofitable and 
economically unjustified mileage, to 
which factors the author attributes the 
want of financial success achieved by 
government operation there. He ad- 
mits, however, that private railways 
on any large scale in that continent 
were an impossibility. There is a 
very good description in Chapter 5 of 
the railways of South Africa showing 
the competition, before Union, of the 
different systems for the valuable 
Rand traffic, and the author fully 
appreciates the excellence of the present 
Government owned and_ operated 
system. 

The only other State railway system 
of which the author thoroughly ap- 
proves is that of Japan. Giving full 
credit to the efficiency of the German 
State Railway, he criticises the policy 


of the former Prussian State Railways 
in diverting traffic by special rates from 
Rotterdam and Antwerp for the benefit 
of Bremen and Hamburg. The main 
reason for Bismarck’s policy of national- 
ising the Prussian railways was of course 
political, with a frank realisation of the 
importance of the railways in a military 
sense. Political influence is now shown 
in the appointment of personnel. No 
mention is made of the change on 
January 30, 1937, under which the 
German railways, formed into a joint 
stock company in 1924, have _ been 
transferred to the direct management 
of the Reich 

In dealing with the French State 
Railways the author of this volume 
emphasises their continual deficits, 
but makes no mention of the out- 
standing improvements in efficiency 
effected under the management of M. 
Raoul Dautry. Formation of the French 
National Railways Company last August 
is duly recorded The main reason fcr 
the transfer of most of the Swiss 
railways to the Federal Government 
between 1901 and 1909 was that 
foreign stockholders were in control of 
three of the leading companies. We 
think that the book attributes the 
deficits of the Federal Railways too 
much to State management and too 
little to the financial position of the 
country as the result of war and ex- 
change conditions. It is quite true 
that the Swiss electorate, as the result 
of a referendum, refusing to accept the 
legislation proposed by the Federal 
Railways administration for control of 
road competition, has preferred the 
reality of ample service to the abstrac- 
tion of financial rectitude, but such a 
result would have been even more 
probable if the railways had been in 
private hands. 

The special position of railways in 
Holland is that a large State-owned 
mileage and a few independent private 
lines are amalgamated in one financially 
strong company. The railways of 
Belgium, Scandinavia, Spain, Portugal, 
Italy, Russia, China and Manchukuo, 
Mexico, South America, and some of 
the smaller countries, are also reviewed 
in separate chapters. There are 64 
illustrations relating to railways in 
different parts of the world. Special 
acknowledgment is made to THE RalIL- 
way GAZETTE and to the Railway Age 
among technical publications. 


Suppression of Weeds by Ferti- 
lizers and Chemicals. By H. C. 
Long, B.Sc.(Agric.) ; 57 pp. 83 in. x 
5} in. Price 2s. Some Chemical 
Methods of Weed Destruction. By 
H. C. Long and R. K. MacDowall, 
Dip. R.T.C. 24 pp. 84% in. x 5} in. 
Price 6d. Both obtainable from Mr. 
H. C. Long, ‘‘ The Birkins,’’ Orchard 
Road, Hook, Surbiton, Surrey.—The 
first of these brochures is reprinted 
from the Journal of the Royal Agri- 
cultural Society of England, and sum- 
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marises the more important facts about 
weed killing, and the methods em- 
ployed with due regard to the crop or 
plant, quality and nature of the weed, 
and climatic and other conditions. The 
effect of various fertilizers in reducing 
weeds is considered, the most common 
being lime, which reduces weeds that 
thrive in an acid soil. Other fertilizers 
specifically referred to are: sulphate 
of ammonia, nitrate of soda, calcium 
cyanamide, sulphuric acid, sulphates of 
copper and iron, and arsenical com- 
pounds 

In the other booklet, the author deals 
mainly with the spraying of crops 
with such chemicals as sulphuric acid 
and sodium chlorate and dusting with 
calcium cyanamide. Sodium chlorate 
is specially recommended for roads, and 
paths, and is also efficacious for per- 
manent way weed destruction. The 
various mixing, spraying, and dusting 
machines described and illustrated are 
mostly axle-driven, but power-driven 
force pumps are also now used. The 
brochure concludes with a useful biblio- 
graphy on the subject. 


Blowers and Exhausters.—-A new 
pamphlet from the B. A. Holland 
Engineering Co. Ltd., 18, Victoria 
Street, London, $.W.1, shows in some 
cross-sectional drawings the operating 
principles of the firm’s rotary blowers 
and exhausters. These units contain 
two impellers which revolve without 
touching each other and without friction 
on the casing, so that no wear occurs 
and there is no need for internal lubri- 
cation. The rotors admit no communi- 
cation between suction and delivery 
as they revolve, and air or gas is thus 
aspired or delivered at a pressure diffe- 
rence reaching up to 8 Ib. per sq. in., 
independently of the number of rota- 
tions or specific gravity. These units are 
designed for operation at speeds varying 
from 485 to 2,000 r.p.m., and can be 
supplied if required with built-in gearing 
for direct coupling to a driving unit 
running at a different speed. 


Heating Elements.—-E lectrical heat- 
ing elements in many forms, and for 
domestic or commercial purposes, are 
listed in an illustrated catalogue pub- 
lished by Geo. Bray & Co. Ltd., Leicester 
Place, Blackman Lane, Leeds. The 
elements are made in a variety of strip 
and ring types, or in special patterns 
for immersion heating. Different va- 
rieties of the latter may be used either 
as water heaters or to heat viscous 
materials such as oil, wax, or bitumi- 
nous compounds. In addition, the 
catalogue lists complete radiators, inclu- 
ding a sturdy type with embedded 
resistor specially designed to withstand 
vibration and shocks as encountered in 
railway and road vehicles. All Bray 
radiators operate at black heat only, 
so that fire risk is largely eliminated. 
Most of the elements described are of 
the Chromalox type, having a_ nickel- 
chromium resistor embedded in a refrac- 
tory material, the whole being enclosed 
in a_ heat-resisting chromium _ steel 
sheath. 





Szlumper of the Southern told me 
this story a few days ago: A P. & O. 
officer going back to China travelled 
from Waterloo to Southampton, and at 
the end of an hour and a half’s journey, 
handed to the stationmaster at South- 
ampton a £1 note. The stationmaster 
hadn't had anything of that kind 
happen for a long time. ‘‘ Thank you, 
sir, what’s this for ?’’ And the officer 
going back to China said, ‘‘ Because 
the worst part of the journey is now 
over.’’—Dr. Leslie Burgin, at the 
Institution of Locomotive Engineers 
annual dinner. 


* * ¥ 


The first ‘‘ penny-in-the-slot ’’ ma 
chine on a British railway station—or 
‘ chocolate box,’’ as it was then called 

was installed at Mansion House 
(Metropolitan District Railway) in July, 
1866. The owning company had a 
staff of five men and a boy, whose 
wages totalled £7 a week. Such was 
the predecessor of the British Auto 
matic Co. Ltd., which, having been 
formed in 1887, celebrated its jubilee 
of trading last November. At its 
general meeting on Tuesday (see 
page 000), the Chairman stated that 
the company now has 50,000 machines 
in operation, which take more money 


in a week than did the 452 machines 
of their predecessors in their first 
twelve months of working. 

Yesterday morning, when the six 
o'clock Birmingham train arrived at 
the station in Euston-square, a hare 
was discovered perfectly roasted and 
nearly consumed in the ash-pit of 


the furnace of the steam-engine. The 
animal, it is supposed, being alarmed, 
was driven for’ refuge’ into this 
dangerous’ position.—F rom “ The 
Morning Post’’ of December 15, 
1839. 


THE ‘ STATION '" QUO ANTE 

rhe perils of naming places and/or 
railway stations after living people 
were amply illustrated in Brazil 
recently. In conformity with the 
practice widely adopted in South 
America, there are in that country 
several towns and villages named after 
famous, or notorious, men, most of 
whom, having passed on, are protected 
by the de mortuis whitewash from an 
exposé of their black record on earth 
~if such was the case. A certain 
suburb, however, on the Leopoldina 
Railway, originally called Olaria, was 
in 1935 renamed Pedro Ernesto, in 
honour of the then Mayor of the 
Federal District in Rio de Janeiro. 
So far, so good. Unfortunately the 
gentleman in question decided to 
brighten his humdrum municipal life 
with Communistic activities and 
propaganda on a lavish scale, with the 
result that he was seized by the 
authorities and put behind bars. Then 


THE SCRAP HEAP 
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it was that the infuriated antagonists 
of ‘‘ Red Ernest,’’ being unable to 
raze the suburb to the ground as an 
expression of their animosity, did the 


next best thing by defacing and 
eventually obliterating the name- 
boards on the station—with  un- 
questionable — success. There was 


obviously only one solution, and the 
Government, reversing its original 
deed-poll, cried with a loud voice: 
‘“ Let it again be Olaria! ’’; and it 
was so. “* Olaria,’’ according to the 
best dictionaries, means a ‘‘ potter’s 
work-room,”’ and though such 
irrelevance may raise a smile it is un- 
likely to provoke wrath... 


The following story of a temperance 
society that ‘‘ went off the rails ”’ 
is told in Normington’s ‘‘ History of 
the Lancashire & Yorkshire _ Rail- 
way ’’: During the time the author 
was at Sowerby Bridge station, the 
temperance society ran its annual ex- 
cursion to Liverpool. It was con- 
sidered to be the best patronised ex- 
cursion that left the Yorkshire district, 
and was commonly called the Sowerby 
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Bridge teetotal trip. This term was 
somewhat amusing, as always on their 
return, on the arrival of the trains at 
the station, a large number of the 
passengers were found to be helplessly 
drunk, and had to be taken away 
from the station on platform trucks 
‘“On one occasion,’’ he says, ‘‘ we 
had more than four truck loads of 
drunken passengers to wheel off the 
platform into the station yard in the 
small hours of the morning, for thei: 
friends to get home as_ best they 
could.’”’ 
* 

While on the subject of locomotive 
I am reminded of the story of an Irish 
man who left Dublin for Euston only 
the other day. He struck a very rougl 
passage to Holyhead, and got in a1 
empty carriage to London. His brother 
met him at Euston. ‘‘ My boy,’’ he 
said, ‘‘ you look very ill.’’ ‘‘ So would 
you,”’ was the reply, “‘ if you had sat 
in a carriage with your back to thi 
engine all the way.’’ ‘‘ Then why didn’t 
’’ he was asked, and 
the answer was, ‘‘ Who the hell had | 
got to change with? ’’—Mr. S. M 
Lanigan-O’ Keeffe, C.M.G., High Com 
missioner for Southern Rhodesia, at the 
Institulion of Locomotive Engineers 
annual dinner. 


you change over? 








One Hundred Years Ago 


Extracts from the April, 1838, issue of “ The Railway Magazine” 
(afterwards ** Herapath’s Railway Journal”) and the oldest constituent of 
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Brighton Railway.—Trial shafts have 
been commenced for the tunnel at 
Clayton-hill, and preparations are 
making for bringing the line under con- 
tract and beginning operations at the 
earliest possible period. 





Improvement of Locomotives. — We 
learn from the ‘‘ Sunderland Beacon,’’ 
that Messrs. Hawthorn are making for 
the Great Western Railway, an engine 
on a somewhat novel principle. The 
machinery and boiler are on different 
wheels; a plan which we think has 
been adopted in America. By this 
means any wear or injury to the one, 
may be repaired without affecting the 
other, which may be separated in a 
few minutes and attached, if it be the 
boiler, to any other machinery. 





Treadmill for Horses!—A_ practical 
experiment was made, on Saturday last, 
on the Southampton Railway, of a 
newly invented machine, intended as a 
substitute for a locomotive on railways, 
more particularly on short or branch 
roads, where the expense of a locomo- 
tive engine would be too costly for the 
traffic. The action is produced by a 
horse walking at an ordinary pace in a 
jointed platform attached to the 
vehicle, and by a series of concealed 
machinery, which is so contrived, that 
his muscular strength and weight are 
brought to act together and communi- 


cate a multiplying force to the larger 


or outside wheels of the machine, which 


powers are capable of being increased 
or diminished at the will of the con 
ductor, so as to regulate the required 
speed. The trial was perfectly success 
ful, notwithstanding the disadvantages 
of an untrained horse, and new machi 
nery. On the first application, the hors« 
moved at a pace of four miles an hour, 
and subsequently conveyed _ the 
machine, which, with thirteen persons 
riding in it, weighed altogether four 


tons, at the rate of sixteen miles an 
hour.—Courier. 

Great Western Railway.—The fifth 
half-yearly general meeting was held 
on February 27. “The Directors 


having expressed at the last Half-yearl\ 
Meeting of the Company, a confident 
expectation of being enabled to open 
their line for traffic in the month of 
November, are desirous of stating to 
the Proprietors, at the earliest moment, 
every circumstance explanatory of th: 


causes which have led to the dis 
appointment of their too sanguin 
hopes. The first difficulty was 


experienced from defective and leaky 
tanks for Kyanizing timber, supplied 
to the Company under contract. 

The importation, too, of timber wa> 
unusually retarded. Rails which 
were contracted for delivery in London 
in the month of August, did not arriv: 
until long afterwards; and a large par? 
of the order, although shipped in 
December, has only come into the Com 
pany’s possession within a few days.”’ 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


SOUTH AFRICA 


New Works and Equipment 

According to a statement issued by 
Mir. O. Pirow, Minister of Railways 
nd Harbours, an amount of 
£19,000,000 will be expended in the 


ancial year 1938/39 on new works 
ind = equipment. The more im- 
portant items are: house ownership 


heme £1,000,000; new quarters, im- 
provements to and _ replacement of 
quarters £588,224; new machinery for 
workshops £208,301; 136 steam loco- 


motives £1,469,580; 34 electric loco- 
motives £490,420; 504 coaching 
vehicles £1,565,742; 23 electric motor 


oaches £214,845; 3,407 goods vehicles 
£1,636,690; 276 vehicles for road 
motor services £379,319; additional 
aircraft £415,810; and blind landing 
equipment at Port Elizabeth and 
Durban £15,000. 


ARGENTINA 


Grain Elevator Construction 


he foundation stone of a great grain 
elevator was laid in the New Port of 
Buenos Aires on February 11, in the 
presence of the President of the Repub- 
ic, Lieut.-General Augustin P. Justo; 
the Minister of Agriculture, Dr. Miguel 
\. Carcano; the President of the Grain 
Exchange, and other prominent people. 
Ihe new elevator—which as previously 
mentioned in these columns is one of 
thechain of national elevators at present 
being constructed by the Government 
in different parts of the republic—will, 
when completed, be one of the largest 
in the world, with a storage capacity 
of 148,000 tons. The total cost, includ- 
ing machinery and equipment, is esti- 
mated at $11,800,000 pesos. The con- 
tract for the erection of the building 
has been awarded to the Geopé Com- 
pany, and that for the machinery and 
installations to the firm of Miag, 
Amme, Giesecke & Konegen. Contracts 
for the construction of elevators at the 
ports of Santa Fé, Buenos Aires (South 
Dock), Diamante, Concepcién del Uru- 
guay, and La Plata have also been 
awarded by the Ministry of Agricul- 
ture, at a total cost of $15,000,000 
paper, exclusive of the actual building 
for the one at Concepcién del Uruguay, 
for which new tenders will have to be 
‘alled. The expenditure will be de- 
frayed from exchange control profits. 


Special Cattle Tariff for Drought 
In response to representations made 
by the Argentine Rural Society and 
the Confederation of Argentine Rural 
Societies, the management of the 
B.A.G.S. and B.A.W. Railways has 
agreed—in order to assist cattle- 
breedefs who have been affected by 
the drought in certain districts—to 
carry cattle from those districts to 


more favoured zones, giving a_ tariff 
rebate of 40 per cent. This rebate 
applies mainly from stations situated 
in the Pampa territory to those in 
the province of Buenos Aires, and the 
same rebate will be granted when the 
cattle are returned to the original 
point of shipment. This concession 
is another proof of the readiness of the 
railways to share the farmers’ troubles 
with them, and contrasts strongly with 
the disinclination of grain-growers and 
livestock-breeders to allow the rail- 
ways to participate in their prosperity 
by consenting to a slight increase in 
rates, when prices for their produce 
soar to record-breaking heights, as was 
the case last year. 


AUSTRALIA 


Railways’ Views upon All-steel 
Coaches 

The subject of the safety to pas- 
sengers of all-steel coaching stock has 
been much discussed in Australia 
lately, with the resuit that the Sydney 
Transport ©& Engineering sought 
opinions upon it from New South Wales 
and Victorian railways. The faith of 
the former administration in steel is 
shown by the fact that 688 out of its 
888 suburban coaches are of all-steel 
construction, and, according to  pro- 
yramme, future stock will be of steel. 
The administration’s reply includes the 
following points :— 

There litthe doubt in 
actual happenings, that the all-steel coach, 
in accidents, is by tar the safest.’’ 

“With the light-weight steel alloys now 
available, there is little doubt that 
wooden cars will be superseded by those 
of metal construction on the railroads of 
the world, and the reason for their adop 
cion will be safety.’’ 

The reply also 
photographs _ of 


seems view ol 


refers to numerous 
accidents in which, 
wherever wooden coaches were in- 
volved, ‘‘ the result was a mass of 
splintered woodwork, often also ravaged 
by fire.’’ Steel coaches, on the other 
hand, appeared to suffer little damage, 
and then only to the vestibules. The 
reply concludes: ‘* Steel for Safety.” 

The Victorian Railways administra 
tion in its reply was hardly less em- 
phatically in favour of all-steel cars as 
insuring safety, and pointed out that 
wooden bodies usually left the under- 
frames in derailments, and, having 
little strength broke up, causing many 
casualties. It, too, referred to photo- 
graphs of serious derailments wherein 
all-steel cars had turned over and cross- 
wise, and had yet remained intact. The 
lack of fatalities and few injuries in 


such cases was noted. In collisions, 
experience had shown that wooden- 
bodied coaches telescoped, causing 
major casualties, whereas properly- 


designed all-steel cars were shown by 
photographs to suffer only damage to 
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their ends, even when speeds of 50 
m.p.h. were involved. Since pre-war 
days, continues the reply, all stock in 
the U.S.A. had been built of steel, 
more recently of light alloy steel, the 
coaches weighing approximately the 
same as those with wooden bodies. 

This reply contains this 


sage :— 


also pas- 


“In 1930 world railways met in con 
gress at Madrid. Unanimous agreement 
was reached that coaches afford 
greater safety in case of accidents. At 
the subsequent Cairo congress, it was 
proved ‘that apart trom the greater 
safety factor and facilities for providing 
modern standards of comfort and con 
venience, all-steel coaches cost only 
slightly more than wooden ones, and that 
the additional cost was offset by longer 
life.’ *” 


steel 


INDIA 


Kumbh Mela Publicity 


A campaign of intensive publicity has 
been launched to acquaint the public 
with the detailed arrangements made 
in connection with the Kumbh Mela at 
Hardwar during March and April. The 
importance of the festival, which 
occurs but once in twelve years, and is 
one of the most largely attended in 
India, is generally recognised by 
millions of devout Hindus. The rail- 
ways are making a determined effort to 
ensure that the elaborate arrangements 
that have been made to deal with a 
record pilgrim traffic to Hardwar shall 
receive the widest publicity among 
likely visitors. | With the co-operation 
of civil district officers, the Central 
Publicity Bureau, Indian State Rail- 
ways, has arranged with the Indian 
National Airways that an aeroplane 
should fly over the main traffic centres 
and shower 100,000 handbills. The 
towns selected for this ‘ aerial 
invasion ’’ are Gaya, Benares, Alla- 
habad, Cawnpore, Farukhabad, and 
Bulandshahr. Observers stationed at 
each centre will report on the efficiency 
of this method of distribution of hand- 
bills. 

Other novel methods are being used 
to supplement press advertisements in 
the English and vernacular press to 
inform the public of the facilities offered 


by the railways to pilgrims. More 
than 600,000 handbills and 200,000 
folders have been printed in nine 


vernaculars, and about 5,000 posters in 
seven vernaculars have been distributed 
for display in various parts of the 
country. 

A further experiment is being made 
to advertise this mela among villagers, 
who will form the vast majority of 
pilgrims to Hardwar. A railway officer 
accompanied by a respected Hindu sage 
is going by motorcar from Delhi to 
Gaya, visiting. in a 3,000-mile tour 
towns and villages where handbills and 
folders will be distributed. | Wherever 
possible, the Pandit will explain to 
the villagers the religious significance of 
a pilgrimage to the Kumbh Mela. A 
full report of the tour will be made. 

Details have also been made avail- 
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able of the comprehensive plans of the 
health authorities to prevent the out- 
break of disease and to ensure the 
supply of pure water, good food, and 
sanitary facilities at Hardwar during 
the mela. 

It is expected that the railways will 
carry at least 600,000 pilgrims, and, for 
the 2,000 railway employees who will 
be stationed at Hardwar during the 
mela, a special camp has been prepared. 


Wedgwood Recommendations 
and Budget Speeches 

In their recent budget speeches, both 
the Railway Member and the Chief 
Commissioner of Railways dealt at 
length with the recommendations of the 
Wedgwood Committee. Sir Thomas 
Stewart referred to steps taken since 
1933 by the railways on their own 
initiative, and as a result of the recom 
mendations of the Pope Economy Com- 
mittee, to keep the Indian railway 
organisation at the highest 
level of efficiency. Points from the 
peeches were that against an outlay 
of Rs. 114 lakhs (£86,250) on the 
establishment of organisation branches 
on the railways, the savings, arising out 
of their investigations, had been 
certified as Rs. 1°75 crores (£1,312,500) 
up to the end of the last financial year. 
The Wedgwood Committee had _ re 
iffirmed the majority of the recom 
mendations of the Pope Committee and 
had added others which appear to offer 
fruitful avenues of investigation 


pr ssible 


New Suggestions and Research 
Many new suggestions had _ been 
examined in detail by the Railway 
Board along with a review of the results 
ilready achieved. A senior Mechanical 
Engineer had been placed on_ special 
duty to co-ordinate the research being 
carried out under the various railway 
administrations, and already there were 
indications that substantial economies 
would result. On the commercial side, 
before the Wedgwood Report was re 
proposal to strengthen the 
Commercial Department of the Madras 
& Southern Mahratta Railway had been 
approved by the Standing Finance 
Committee for Railways. A _ plan for 
the re-organisation of the commercial 
activities of the Assam-Bengal Railway 
had also been put forward, and other 
railways had similar schemes under 
preparation. The Railway Board had 
accepted the Wedgwood view in regard 
to publicity, and it was realised that 
there was probably more to be achieved 
by concentrating on internal propaganda 
ind by making a greater and more 
direct appeal to the third class 
passenger than could be effected by 
external tourist advertising. In accord- 
ance with this policy, the New York 
Publicity Bureau would be closed down. 


ceived, a) 


Transportation Problems 


As an instance of the careful scrutiny 
necessary before action was taken on 
the recommendations, Sir Guthrie 
Russell referred to the question of 


speeding up goods transport, In India 
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there were few, if any, industrial 
centres between which full train’ loads 
could be run daily. Speedy goods 
transport, as in highly industrialised 
countries like Great Britain, might 
mean a drastic cutting of train loads 
and increase of train mileage. The 
latter, again, might necessitate the pro- 
vision of additional crossing stations on 
the long lengths of single line, if not 
actually doubling the line. It might 
also entail the provision of additional 
locomotive stock; the cost of these and 
‘ther facilities might be prohibitive. 
Against these disadvantages, the im- 
provement in the turn-round' of 
wagons, enabling the movement of a 
viven volume of traffic to be effected 
with a reduced wagon stock, had to be 
considered. The net result had, there- 
fore, to be carefully investigated before 
the existing policy of running heavy 
loads for the longest possible distance 
was abandoned. 


More Railcars for India 
According to Sir Thomas Stewart’s 
speech, the experimental trials with 
railcars on the Great Indian Peninsula 
and the Madras & Southern Mahratta 
Railways had met with reasonable 
success in creating additional traffic 
ind winning back some of the passenger 
traffic lost to the roads in recent years, 
and as a result the Railway Board had 
decided to give this mode of trans- 
port a fuller trial on the North Western 
Railway, and, on a smaller scale, on 
the Bombay, Baroda & Central India 
Railway. The total initial outlay 

involved would be Rs. 18 lakhs. 


CANADA 


Notable Instance of Co-ordination 


On his recent return from the Pacific 
coast, Mr. S. J. Hungerford, President 
of the C.N.R., announced that, on the 
completion of the new hotel being built 
by his administration at Vancouver, in 
the spring or early summer of 1939, the 
C.P.R. Hotel Vancouver would be 
clesed, and the new hotel would be run 
jointly by the C.N.R. and C.P.R. 

The new building, which was begun 
in 1929, 
finishing of the public rooms, de- 
corating, and furnishing. The finishing 
and opening of the hotel was postponed 
in 1931, and later the Canadian Pacific 

Canadian National Railways Act, 
passed by Parliament in 1933, enjoined 
agreement between the two adminis- 
trations upon such co-operative 
measures as would ensure more econo- 
mic working. An understanding was 
accordingly reached upon the joint 
management of the hotel so as to avoid 
overlapping by hotels of both railways. 
The management of the new hotel, 
which will take the familiar name of 
Hotel Vancouver, will be directed by 
i board of three representatives from 
each railway. Accommodation will be 
provided for over 1,000 guests, and the 
structure, occupving a magnificent site, 
is one of the finest of its kind anvy- 
where. ; 


is complete except for the 
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UNITED STATES 


Railways Damaged by Californian 
Floods 

Severe damage was done to the rail- 
ways in that area by the recent floods 
in Southern California. Long lengths 
of track were undermined, the ap- 
proaches to bridges were washed away, 
and several trains became marooned 
On the Union Pacific and Santa Fe 
lines traffic was interrupted for several 
days. 

The greatest single item of destruction 
was, however, the washing away of two 
100-ft. spans, and the pier between 
them, of the Les Angeles River bridge 
in Los Angeles, on the Southern Pacific 
main line. When the river came down 
in flood, it undermined the pier, which 
collapsed into the torrent, carrying 
with it the two spans, which were of 
the plate-girder through type. The 
rails, however, remained suspended in 
festoons across the 200-ft. gap thus 
created 


EIRE 
All-In Tours 

rhe Great Southern Railways have 
prepared and issued a booklet of the 
all-in tours’ which include train 
journeys, lunch and tea on the train or 
at an outside hotel, and motor tours. 
Additional tours have been planned 
this year, and on March 17 the first 
one took place. The train left Dublin 
at 9.0 a.m. for Cork and one party 
detrained at Limerick Junction and 
travelled by motorcar to Tipperary, 


Galbally, Cahir, and Cashel, famous 
for its ruins, rejoining the train at 
Thurles on the return journey. 


Another party detrained at Cork and 
travelled by motorcar to places of 
interest in that district, including 
Blarney Castle and the  far-famed 
island Gougane Barra. It rejoined the 
train at Cork, and travelled thence to 
Dublin, picking up the first party at 
Thurles. Altogether 347 passengers 
travelled on this trip, of whom 100 
were booked for the all-in tour. 

As arrangements must be made be- 
forehand for meals and motors the 
booking for these tours is closed on the 
day prior to the excursion. It is ex- 
pected that the traffic by the tours will 
increase appreciably during the forth- 
coming season, but in the earlier ex- 
cursions there will be room for passen- 
gers who desire to travel to and from a 
destination only at the day-trip fare. 


SPAIN 


Railway Services in Aragon 

Since the recent advances of the 
Nationalist forces in Aragon, railway 
services have been re-established on the 
Saragossa—Utrillas line as far as Vivel 
del Rio (117 km.) in the Utrillas coal 
mining district. Trains are also now 
running on the main Saragossa—Barce- 
lona line as far as Puebla de Hijar 
(72 km.), and the Huesca—Saragossa 
branch is virtually free, 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Road Transport Wages 


6 INCE the publication of our Road Transport Section 

for March 11, a very important development on the 
question of wages in the road transport goods industry 
has occurred. Negotiations on the claim of the work 
people had broken down and notices were tendered by 
the unions to withdraw all labour on March 26 unless 
a settlement had been reached by that date. The Trans- 
port and General Workers’ Union then sought the 
co-operation of other trade unions, and, when almost a 
week of the period of notice had expired, it was announced 
that the National Union of Railwaymen and the Asso- 
ciated Society of Locomotive Engineers & Firemen had 
agreed to render assistance, although the form of this 
assistance was not clearly indicated. Thus it appeared 
that the stage was being set for the working out of a 
dispute of first importance in the road transport industry, 
with the very real possibility of complications in, or exten- 
sion to, the railways arising from the measure of participa- 
tion by the railway trade unions. 

The National Joint Conciliation Board for the Road 
lransport Industries (Goods) met at the Ministry of Labouz 
on March 18, and after a sitting lasting for four hours, 
the Joint Secretaries issued an official statement which 
declared that all outstanding differences had been disposed 
of satisfactorily. This was indeed good news, and the 
statement went on to say that the settlement not only 
adjusts the wages question but also provides for the refer- 
ence to a sub-committee of the important problem of the 
accumulative week. Any points of difference which the 
sub-committee is unable to settle will be remitted to the 
independent Chairman (Sir Richard Redmayne), whose 
decision thereon will be accepted as final. Moreover, a 
much clearer position has been established in the road 
transport industry as the three national employers’ organi- 
sations have agreed to recommend to their respective 
members acceptance of the decisions of the board as now 
amended, and the adherence of the four trade unions has 
also been assured. This is regarded as a most satisfactory 
achievement for the principle of collective bargaining. 

The settlement provides that for the interim period— 
that is to say, until the rates are fixed by the new board, 
under the Bill shortly to be introduced by the Government 
implementing the findings of the Baillie Committee—and 
without prejudice to subsequent adjustments, the rates 
of pay laid down by the National Joint Conciliation Board 
shall be increased by 3s. a week for adults and 2s. a week 
for youths, daily rates to be adjusted proportionately. 
We have reproduced this official statement in full because 
it signifies definite progress. Evidence given to the Baillie 
Committee in 1936 and 1937 indicated that there were 
numerous—indeed, almost ‘‘ wholesale ’’—cases of non- 
observance of the decisions of the National Joint Con- 
ciliation Board,. but not all these cases were due to a desire 
of employers to avoid granting fair wages and conditions 
to their workpeople. Questions of principle were involved 
in the refusal to obey the decisions, and the amendments 
made on March 18 last, to meet the views of those 
employers to whom the original decisions could not com 





mand acceptance, mark a real step forward. Further, the 
‘much clearer position ’’ which has been established is 
excellent preparation for consideration of the promised 
Government Bill to implement the findings of the Baillie 
Committee. While we must, of course, refrain from specu- 
lations concerning the provisions of this Bill, we may, 
perhaps, be permitted to express our belief that not only 
have the responsible officials of the Ministries of Labour 
and Transport a sound and sufficient understanding of 
the labour and other problems involved, but they are alive 
to the importance of framing a measure which will produce 
a ‘‘ fair deal ’’ of lasting value for all concerned in trans- 
port, whether by road or by rail. 


Transport in Wartime 


A’ outstanding feature of the civil war in Spain has been, 

from all accounts, the rapidity of movement of the 
mechanised transport which is such an important element 
in modern military operations. In the sparsely populated 
regions of the interior the road, as a means of communi- 
cation, has become of greater importance than the railway, 
and in this connection it is interesting to recall the reforms 
of the whole transport system of Spain, carried out under 
the Government of General Primo de Rivera in 1924-27. 
Besides financing with State loans the much-needed im- 
povements on the railways, Primo de Rivera transformed, 
in a relatively short period, the whole of the road system 
of the country, giving means of communication to out- 
lying districts which had been isolated, and it was not 
long before the whole country was provided with road 
transport for passengers and goods, to the grave prejudice, 
incidentally, of the railway traffics. The following years 
saw the intensification of motor transport, with the natural 
consequence of constant improvement in the location and 
maintenance of the main roads, until, at the time of the 
outbreak of the civil war all the elements were available 
for the most rapid and efficient transport of men and 
materials, in conjunction with, as well as independently 
of, the railways. 


Motor Fuel the Key 


HE road reforms which were carried out in the period 
1924-27, and the later development of motor transport, 
extended generally throughout Spain, and it may be taken 
for granted therefore that both sides in the civil war 
have had the benefit of the facility and rapidity of trans- 
port thus made possible. There is, however, another 
factor which is vital in the matter of road transport, and 
that is, of course, the fuel supply. In Spain this was 
simplified by the fact that all oil supplies were under the 
control of a monopoly, the Campsa, and this made it 
easy to regulate supplies from the very beginning of hostili 
ties, at least on the Government side. In practice the 
effect of the monopoly was not only to ensure and regu- 
late all supplies, but also to control all movement of motor 
vehicies, whether public or private, on the roads. At the 
same time the railways played a very important part in 
this matter of motor fuel supplies, and on the Nationalist 
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side it is recorded that there were some anxious moments 
until the first train came through to the front from the 
north western ports with a complement of tank wagons 
of the precious fluid. Of course the railways, in this and 
in other ways, have played their part in the civil war, 
but the greatest factor seems to have been the modernised 
system of roads and the fleets of motor vehicles of all 
classes immediately available on the outbreak of the war. 


Free Car Transport on the French Railways 
OTORISTS who are thinking of taking their car to 
France this year should obtain a copy of a booklet 
just issued by the French National Railways regarding 
the transport of private motorcars over their system. It 
is available at the French Railways—National Tourist 
Office, 179, Piccadilly, W.1, or from motoring organisa 
tions, and travel and forwarding agents. The first chapter 
of this attractive little publication shows how passengers 
on the French railways can obtain the free transport of 
their car for the same return or circular journey as that 
which they are making themselves, provided the total 
amount paid for their tickets (subject to a maximum of 
six passengers and a minimum journey of 500 km.) repre- 
sents a charge of at least fr. 1:50 per km. or they pay 
a sum which would bring the charge up to fr. 1°50. In 
practice four first class, five second class, or six third 
class ordinary return or circular tickets are sufficient to 
secure the free transport of a car. Chapters 2 and 3 deal 
respectively with the transport of cars at the usual 
extremely moderate rates by fast or ordinary goods trains 
where it is not possible to take advantage of the free 
transport facilities previously mentioned. By means of 
a map showing the distances between the principal railway 
stations in France and tables of rates, motorists can cal- 
culate roughly for themselves what the cost of transport 
of their car would be in any particular case. 


Indian Motor Vehicles Bill Introduced 
N March 18, Sir Thomas Stewart, Member for Com- 
munications, introduced in the Indian Legislative 
Assembly the long-discussed Motor Vehicles Bill, embody- 
ing a series of comprehensive measures for a co-ordinated 
system of transport in the country. The Bill, which con- 
137 clauses and 11 schedules, covers 65 sheets 
of printed foolscap, and is the outcome of years of careful 
deliberation. The existing legislation on motor transport 
was passed in 1914, when this form of transport was in 
its infancy. The rapid growth of motor transport during 
the last 15 years has brought about conditions which 
cannot be dealt with adequately under the provisions of 
the Act of 1914. In the interests alike of the safety and 
convenience of the public and the development of a co- 
ordinated system of transport, it has been felt that much 
closer control of road transport is required than the present 
Act permits. As early as 1933, the Government of India, 
through the Mitchell-Kirkness Committee, investigated the 
problems arising out of the development of road motor 
transport, and- the report of this committee emphasised 
the importance of early action. The Road and Rail 
Conference convened by the Government in the same year 
recommended inter alia the control of passenger and goods 
motor transport. Similar recommendations were made 
by the first Transport Advisory Council in January, 1935. 
In August, 1936, a Bill was introduced to amend the 
1914 Act in certain respects. In the meantime, the Motor 
Vehicles Insurance Committee and the Wedgwood Com- 
mittee submitted their reports, and the Government of 
india decided to drop the partial measure and introduce 
a more comprehensive Bill 
The present Bill incorporates the main recommendations 
of both the committees and is the result of consultations 


sists of 


with the Provincial Governments. The principle of com- 
pulsory insurance, including third party risks, has been 
approved by almost all Provincial authorities, though there 
are differences of opinion as to whether its adoption should 
be entirely optional or, in the interests of uniformity, 
obligatory within a certain period of time. The control of 
(a) stage carriages (motorbuses, or regular and quasi- 
regular services); (b) contract carriages (taxis and other 
motorcars and buses used for special occasions); (c) private 
carriers of goods; and (d) public carriers of goods; is, 
under the new Bill, to be placed in the hands of the trans 
port authorities constituted for specified areas within each 
Province. The extent and region of control and _ the 
constitution of the regional authority are left to Provincial 
Governments. General principles are laid down for the 
guidance of the transport authorities in granting permits 
to stage or contract carriages or public carriers. These 
embody the accepted principles of public convenience, 
prevention of uneconomic competition, and suitability of 
roads to carry the forms of transport requiring permits. 
In the case of public carriers of goods, the principle 
adopted is that while the transport of perishables by road 
in order to avoid delay and damage caused by terminal 
transhipment should not be interfered with, long-distance 
traffic should be left primarily to the railways. Uniform 
rules are prescribed relating to speed limit, licensing, and 
registration. It is proposed that these should be on an 
All-India basis so that a licence or registration effected 
with any local transport authority should be valid through- 
out India. Driving tests for new licences are specified 
and a distinction is made between professional and private 
drivers. Those licensed to drive public service vehicles 
will be authorised ordinarily to drive only in a specified 
province. 

Moving the 1eference of the Bill to a select committee, 
Sir Thomas Stewart traced the development of motor 
transport since 1914, and the many endeavours that 
had been made by the Government of India and the 
Provinces to keep pace with the growing and ever more 
complex problem. He sought to convince the House that 
the Bill now introduced had not been hurriedly or care- 
lessly evolved and that there had been ample consultation 
with all interests concerned. Though Sir Thomas did not 
claim complete unanimity with regard to the main pro- 
visions of the Bill, he described it as an outline of a 
highway code for India, which might in the near future 
reduce the appalling toll of the roads in India, and do 
something to end the reckless and uneconomic competition, 
which was not only damaging the railways, but hinder- 
ing the development of road transport along healthy and 
progressive lines. The danger of arbitrariness and of 
vagaries on the part of the executive, Sir Thomas stated, 
were guarded against by the inclusion of an important 
appeal clause, and such regimentation as there must be 
would not be by the Central but by the Provincial Govern- 
ments, to whom the provisions of the Bill gave liberal 
rule-making powers. 








MANSION House ASSOCIATION ON TRANSPORT.—The 
annual meeting of this association is being held at the 
Trocadero Restaurant, London, on Tuesday, May 3. This 
will be preceded by a luncheon at which Captain Austin 
Hudson, Parliamentary Secretary to the Ministry of 
Transport, will be the principal speaker. 

W. ALEXANDER & Sons, Ltp.—The famous Scottish 
motorbus operator, W. Alexander & Sons, Ltd.—one of the 
main units of the S.M.T. group—took over on April 1 
the 60 buses and services of its Fifeshire associate, 
Simpsons &  Forresters, Limited, of Dunfermline. 
Alexander has also absorbed its subsidiary, the General 
Motor Carrying Co., Ltd., of Kirkcaldy. 
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Road and Rail Co-ordination in France 


A résumé of the comprehensive preparatory steps which 
have been taken towards a combined transport system 


¥Q-ORDINATION of road and rail services in France 
U was repeatedly urged in discussions of the causes 
of the annual deficits facing the railways before 
eir absorption into the French National Railways Com- 
pany. In 1935, in fact, the Minister of Public Works 
estimated that unregulated road competition was costing 
the railways fr. 2 milliards a year, and a pamphlet pub- 
lished in 1936 (reviewed in our issue of April 17 of that 
year) complained that the promised co-ordination had 
been delayed, and was not expected to be achieved before 
1938 or 1939. That time is now upon us, but the expec- 
tations of the pamphleteer do not seem to be satisfied 
by anything more tangible than the hope that the nationali- 
sation of the railways brought about on January 1 of 
this year will hasten the putting into effect of such local 
agreements as have already been reached. 

Che preliminary work already accomplished was recently 
reviewed in our French contemporary, the Revue Générale 
des Chemins de fer. The first legislation dealing with the 
question of co-ordinated transport was passed in 1934, 
after an inquiry made by the National Economic Council. 
This was a Legislative Decree of April 19, establishing 

consultative committee of five experts, representing the 
main lines, light railways, and various kinds of moto 
transport. This committee was to agree on proposals 
for co-ordination and advise the Minister of Public Works, 
who had power to enforce any recommendations and make 
1ules governing rates and fares, times of services and so 
on. No new service was to be set up without the Minister's 
consent. This decree was completed by two others, dated 
July 10 and October 30, 1935 dealing with compensation 
to be made out of public funds where, owing to the 
deliberate retention of competitive services, a carrier was 
obliged to incur a loss; power was given to local authori- 
ties to sequestrate offending road vehicles, and a system 
of licences, the taxes from which were to go 
to local funds. 


Co-ordinating Committee Formed 

The preliminary investigations of the co-ordinating com- 
mittee led to two further regulations being issued on 
February 25 and July 13, 1935, touching passenger and 
goods services respectively. The first set up in every 
Department of the country a Technical Transport Com- 
mittee, composed similarly to the main committee. The 
prefect of the district was to be heard through the per- 
manent public transport official, Ingénieur en Chef des 
Ponts et Chaussées. These committees were to arrive at 
means of co-ordinating all transport services already work- 
ing on April 19, 1934. Some railway lines were to be 
closed, and competitive road services abolished. In general 
the latter were to be made auxiliaries, feeding the rail- 
ways, but where it was difficult to give road services 
adequate compensation in new directions the old services 
were, in principle, to be retained. Licences with definite 
obligations attached, were to control all services. Hours 
and conditions of equipment were to be supervised. Heavy 
road traffic was to be discouraged. 

By the beginning of 1936 there were 75 committees 
at work and 61 schemes dealing with passenger services 
had been worked out and discussed with local authorities; 
only 10 were, however, in due course put before the 
Minister by the main committee. As regards goods ser- 


vices, littke more was done than to take a census of 
vehicles. By June, however, some plans regarding passen- 
ger services were ready to be put into operation, but the 
Government decided to modify its policy. It declared 
that such a matter ought not to be decided by agreement 
between the owners of transport undertakings only; pub- 
lic interest and convenience should be made the test of 
policy. A commission had been appointed in February, 
1936, to report on this but it never sat, and was dis- 
solved in the following November. On August 12, 1936, 
a Government circular was issued announcing that the 
committees would be enlarged, but confirming that some 
small measures already in force would meanwhile retain 
validity. 


Reorganised Central Committee 


On November 14 the composition of the new Central 
Committee was announced, as follows: A President, to be 
nominated by the Minister of Public Works; three mem- 
bers of the National Economic Council, selected by the 
Minister of Economics; one member nominated by the 
Chambers of Agriculture, and one by the Chambers of 
Commerce; and five experts representing transport under- 
takings. The General Manager of the National Railways 
Company was to be heard if desired by the Minister or 
the committee. The arbitrator, previously proposed, was 
not to be appointed. The departmental committees were 
to be somewhat similarly composed, with a delegate from 
the Post and Telegraph department, and others nominated 
by local authorities. The Government circularised all 
prefects on the subject, outlining its policy, on Novem- 
ber 23, 1936. Co-operation with neighbouring departments 
was specially recommended. 

So far not much progress appears to have been achieved 
but passenger services have been abolished on 189 km. 
(117 miles) of railway and reduced on 191 km. (119 
miles), comparatively few of the railways’ proposals having 
been authorised. On March 1, 1937, the Government 
addressed a formal letter of policy to the Chairman of 
the reorganised Central Committee enlarging on these 
principles and emphasising that the consent of local 
authorities is essential to the abandonment of railway ser- 
vices. Certain main-line sections may be made over to 
local railway undertakings. Road services working under 
a concession from local authorities can be modified only 
with their consent. 


Superior Transport Council 

Over and above these arrangements a Superior Trans- 
port Council was set up, in accordance with a decree of 
December 1, 1935. Under the presidency of the Minister 
of Public Works, it comprised six other persons repre- 
senting the principal departments of State, and was to 
deal with any questions beyond the scope of the com- 
mittees referred to. Following the finance law of June, 
1937. the Government again took up the co-ordination 
problem and adopted some of the Central Committee’s 
proposals in August, after instituting certain measures 
touching new licence and fuel tax rates, designed to pre- 
vent the raising of railway rates working unduly to the 
advantage of road transport services. Rates for vehicle 
licences were laid down in a regulation dated July 16, 
1937, with certain exemptions, such as funeral and State 
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vehicles. Public service vehicles, passenger and 
goods, are taxed per tonne or seat offered, with few ex- 
ceptions, mostly concerning short distance work. Agri- 
cultural vehicles like tractors continue to enjoy a reduction 
of tax, and a compensatory return is made to taxicab 
owners who use heavy oil. 

The new measures have now resulted in the abolition 
of the Central Committee, while retaining the Superior 
Council and the levying of a charge on all undertakings 


service 


towards the work of the departmental committees. Com- 
pensation to those whose road services are closed is 
made by the undertakings benefiting therefrom. Local 


authorities may use money derived from licences to furthe1 
co-ordination Fines are imposed for contra- 
vening co-ordination regulations and the police can bring 
charges under them. All proposals are to come from the 
departmental committees via the council to the Minister, 
but if nothing is received by July, 1938, he will himself 


measures. 
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lay down the measures to be taken. Since January this 
year, all taxicab owners have belonged to a professiona!| 
association, threugh which the Minister acts. 


Present Position Summarised 

The railways will bear any loss on road services estab 
lished in place of their rail services. Local authoritie 
have the right to ask for contracts with road servic: 
operators to be reviewed by the Minister, and modifie 
if necessary. Grouping of road hauliers in associations 
is recommended to simplify negotiations, and three classe 
of goods service recognised, viz: rural and urban; shor 
distance; and long distance, subject to different regula 
tions. The working out of these plans has still to bi 
done, so that, although a somewhat comprehensive schem: 
of co-ordination has been accepted in theory, some little 
time must elapse before its results appear in the light oi 
actual practice. 








Overseas Notes 


The Rule of the Road in Austria 


One of the last public announcements made by Dr. 
Schuschnigg was the decision of his Government to unify 
the rule of the road in Austria, and there is little doubt 
that the new regime will implement this decision to “‘ keep 


to the right throughout the whole territory. Heretofore 
the provinces Vorarlberg, Tirol, Karnten, and part of Salz 
burg, have adhered to the general Continental practice oi 
traffic keeping to the right, and accordingly in these 
parts the roads have been marked Rechts fahren. In Ober- 
()sterreich, Nieder-Osterreich, Steiermark, Burgenland, and 
the remainder of Salzburg, the rule has been to keep to the 
left, and accordingly these have been marked Links 
fahren. The question of standardising the rule has been 
considered many times in the past, but the Vienna trans 
port system with its left-handed tramcars has always proved 
As and when the changeover is made it will 
throughout the whole of the en 
indeed most of the European 


road 


r¢ ads 


an obstacle 
result in standardisation 
larged Germany, and 
Continent. 


Indian Government Road Policy: New Railway Road 
Service 


In his budget speech, the Indian Member of Council for 


Railways and Communications, Sir Thomas Stewart, stated 
that the Government of India realised that motor trans 
port had come to stay, and that in certain circumstances 


it offered to the travelling public facilities and amenities 
which the railways did not. The Railway Board had, there 
fore, decided to make the experiment of offering road ser 
complementary to the railway. A new road had re 
cently been opened between the headquarter towns of the 
Lyallpur and Jhang districts in the Punjab. The distances 
between these towns by road and by rail was 48 and 101 
miles respectively, and as the time taken for the respective 
journeys was approximately 2 and 44 hr., the advantages 
of travelling by road were obvious. The Punjab Govern- 
ment proposed to limit the number of motorbuses operating 
on this route, and the railway had been given the option 
of taking up half of the permissible licences. The Govern 
ment of India considered this a very favourable opportunity 
for carrying out an experiment in road transport. An initial 
than Rs. 1 lakh (£7,500) had been provided 
for this experimental venture. 


vices 


outlay of less 


Indian Railway Attitude Towards Road Transport 

Sir Thomas further endeavoured to correct a widespread 
popular error. A considerable section of the public regarded 
the railways as the relentiess enemies of the development 
of other forms of transport, and condemned their claim for 
the establishment of equality of competitive conditions as 


inerely blind and stubborn opposition to natural economic pro 
Both the railways and the Government of India were 
no less alive than others te the economic advantages t 
themselves, as to the community as a whole, of a sane and 
orderly development of systems and road _ transport 
Chey could not, for obvious reasons, stand aside and watch 
the destruction, through uneconomic competition, of a 
national asset valued at over Rs. 750 crores (£560,000,000) ; 
but they were at all times ready to co-operate in any scheme 
for the co-ordination of transport facilities, having for its 
aim the ultimate advantage of the community 
It was with a view to promoting such co-ordination that 
the portfolio of Railways and Communications was created, 
and, as the first Member in charge of that portfolio, Sir 
Thomas wished to give the assurance that the endeavours 
of the departments within his charge would be directed 
towards that end. 


gress. 


road 


economic 


Roads and Bridges in Denmark 


The Report on Economic and Commercial Conditions in 
Denmark,* issued by the Department of Overseas Trade in 
December, 1937, refers to the opening of the Storstrom 
bridge, coniuecting Masnedso with Lolland, which was in 
augurated by His Majesty the King of Denmark on Septem- 
ber 26, 1937. The builder was a United Kingdom firm in 
conjunction with Danish some 20,000 tons of 
United Kingdom steel were used in its construction, and it 
was financed in part by a £1,000,000 loan floated in London 
in 1933. (A full description of this bridge was contained in 
our Road Transport Section for October 22, 1937, page 691). 
The report refers to the very ambitious scheme for 
improving road and bridge communications in Denmark pro- 
posed over a year ago by three prominent Danish engineering 
firms, and which is still being examined by Government ex 
perts. While some people doubt whether Denmark can provide 
the capital of Kr. 565 million involved, Kr. 600,000 has been 
earmarked in the budget for 1938-39 for a survey of the 
bettom and currents of the Great Belt, in order to examine 
the possibility of spanning it by a bridge. This indicates 
that the Government is keeping an open mind at least re- 
garding a part of the scheme. 


engineers; 


also 


Reichsautobahnen Roadhouses 


A chain of roadhouses is to be built along the German 
State Motor Roads. As far as possible these will be placed 
at the various beauty spots along the way, and ultimately 
it is hoped to have one about every 100 miles. In addition, 
of rest-houses for drivers of long-distance goods 
vehicles will be provided, where they can have their lorries 
attended to and can also find accommodation for the night. 


a series 


* Published by His Majesty's Stationery Office, price Is. 6d. net. 
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Road-Rail Bulk Conveyance of Edible Oils 


A fleet of trailers adapted for rapid transfer to and 
from rail wagons, and provided with special equip- 


ment for maintaining the oils at a constant temperature 


FLEET of eight raii wagons, each carrying two insu- 
A lated and electrically-heated road-rail tank trailers, 
is about to be placed in service on the L.M.S.R. 
for the bulk conveyance of edible oils on behalf of the 
igarine executive of Lever Bros. & Unilever Limited, 
between its refineries and factories, some of which are 
not rail connected. The first of these units was demon- 
strated at Euston station on March 30. The rail wagons, 
which are being constructed at the railway company’s 
Derby carriage and wagon works, have a ‘six-wheeled 
inderframe of 18-ton carrying capacity, with a special 
runway on which two Dyson road-rail trailers are run 
and firmly secured by binding chains and ratchet-type 
wheelscotches. The rail vehicles are fully fitted for work- 
ng on fast freight trains, and their leading dimensions and 
carrying capacity are as follow :— 


Dimensions 


Length over headstocks .. ea is - ao oe 
Length over landing platform. .. 32 ft. 24 in 
Length over buffers ae 4 — 28 tt. Sm 
Wheelbase (outer wheels) .. 5 wo a 


Size of Journal 
Carry capacity 


10 in. by 


fons cwt 
[wo road trailers, unladen weight, 8 tons ] is 0 
Edible oil a) 10 tons f ° 
Tare .. ak 6 = ‘ ao 16 10 

The road-rail trailers are being constructed by R. A. 
Dyson & Co. Ltd. under the well-known Dyson-Marenbon 
patents, and are of the single-axle type, equipped with 
single 36-in. x 8-in. Dunlop tyres at the rear. The 
standard six-ton Scammell retractable forecarriage is so 
designed that a mechanical horse is able to back them 
on or draw them off the rail vehicle at end-loading docks. 
Dyson-Marenbon patent “‘ rail ’’ wheels are fitted to the 
trailer hubs, in addition to which auxiliary “ rail ’’ wheels 
are fitted just behind the retractable forecarriage. 

Road to Rail Transfer 

Before loading or unloading, the rail vehicle is secured 
to the permanent way by rail clips to prevent upending, 
and hinged landing plates bridge the gap between the 
end of the loading dock and the wagon, and between 
vehicle and vehicle, thus allowing several wagons in a 
line to be loaded at one time. The road trailers are backed 
on to the rail vehicles one at a time by a mechanical 
horse and the rear rail wheels engage with the guides on 
the wagon, automatically guiding the trailer into its 
assigned position and elevating it slightly so that the weight 
is taken off the pneumatic tyres and the retractable fore- 
carriage. The auxiliary wheels guide the front of the 
trailer into position so that when the tractor is uncoupled 
the front of the trailer comes to rest on the auxiliary rail 
wheels, the trailer forecarriage being just slightly clear 
of the platform. Adjustable scotches are then screwed 
into position against the rail wheels, and holding-down 
chains fitted as a safety device. 

The trailer is then firmly secured, lateral movement 
being prevented by the guides, and any movement along 
the rail track by the scotches. Special spring-deadening 
jacks are then screwed into position and damp out any 
vibration in the trailer springs. Coloured marks painted 
on the rail truck indicate when the trailer is in the correct 


position, which is essential to ensure that the load on 
the truck axles is equally distributed. . The trailers 
obviously should not be allowed to rest on their pneumatic 
tyres, otherwise it would be almost impossible to lash them 
down securely and any tyre deflation whilst the vehicle 
was in transit would result in the lashings becoming loose, 
and the trailers possibly coming adrift, with serious 
consequences. 
Electric Heating 

The oils are loaded warm and, owing to their delicate 
nature, close control of the temperature during transport 
is essential since it must not be allowed to fall below a 
specified minimum value nor rise above a given maxi- 
mum. For this reason not only has it been necessary 
to provide exceptionally good insulation, but also to instal 
heating equipment in the form of a hot water circulating 
system, which was considered to be the only safe method. 
A 24-32 volt electrical supply is the source of heat and 
this is applied to the oils through the medium of the 
water circulating system within each tank, embodying 
an immersion heater loaded to 1,800 watts at 30 volts. 

Electricity is generated by a Stone’s Tonum generator 
of the field-regulated type, driven from one of the rail 
truck axles and having an output of 3-6 kW. Connection 
between the electrical equipment on the truck and the 
immersion heaters on the road tanks is by means of 
jumper cables, terminating in Niphan plugs, which engage 
with sockets on the truck, a dummy socket being provided 
on each road chassis for housing the plug when the tanks 
are travelling on the road or returning empty on the rail 
truck. All the cables on the trucks and the road tanks 
are run in conduits, with special connection boxes. 

Temperature regulation, varying according to the type 
of oil being carried, is by means of a K.5.M. thermostat 
of the British Thermostat Company operating in conjunc- 
tion with a special low-voltage Sunvic vacuum control 
switch. Access to the electrical gear and circulating 
system is obtained through readily removable covers 
specially designed to reduce heat loss toa minimum. The 
trailer tanks, which are cylindrical with dished ends, are 
glass lined to ensure perfect hygiene and are Pfaudler 
products manufactured by the Enamelled Metal Products 
Corporation (1933) Limited. The internal dimensions are 
4 ft. 6 in. diameter, 12 ft. 3 in. straight side, and 13 ft. 
9 in. overall length, with a capacity of 1,250 imperial 
gallons, t.e., 5 tons. The fittings include a 16-in. man- 
hole, 3-in. outlet cock, vacuum release valve, and sundry 
fittings in connection with the internal heating pipes. 

The electric supply for heating each tank being limited 
to 1:8 kW. and available only when running, endeavour 
has been made to arrange the insulation to ensure that 
the heat loss under stationary conditions would not ex- 
ceed 35 B.T.U.’s/°F./hour, and although this has been 
somewhat difficult, how well it has been achieved may 
be, judged by the fact that during preliminary tests recently 
carried out with the first vehicle, without the heating unit 
in operation, the heat loss was actually found to be in 
the region of 0:391° F. an hour. The tanks have been 
insulated with 4 in. of Alfol covered by 18-gauge. 
aluminium sheets. All the fittings such as the manhole, 
outlet cock, &c., have been fitted with insulated covers 
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General arrangement of two Dyson electrically-heated tank trailers on special L.M.S.R. six-wheeled rail wagon 


and as far as possible it has been arranged that 
the parts of the tank exposed when the insu- 
lated covers are open are covered with plasti: 
insulation with a waterproof facing. A furthe: 
noteworthy feature of the insulation is the wa, 
in which certain sections have been mad 
detachable, permitting the tank fittings to b: 
serviced without breaking down the main insu 
lation. 

The road trailer chassis is made of rolled stee! 
sections and is of special design, cranked and 
tapered, this construction being necessary in 
order to keep the tank as low as possible and 
ensure the centre of gravity of the combined 
trailer and railway underframe conforming to 
Railway Clearing House Regulations, i.e., not 
more than 5 ft. 10 in. above rail level. The 
tank mounting is ingenious, the tank sitting 
on wooden cradles carried on chassis cross 
members attached to the underside of the 
chassis frame, and the underside of the tank 
being actually level with the underside of the 
chassis frame. The tank is then held in posi- 
tion by means of four holding-down straps, 
the outer ones of which are considered to be 
master straps, being 3 in. wide by } in. sec- 
tion; the two centre or secondary straps are 
3 in. wide by } in. section. Special means 
of adjustment are incorporated in the master 
straps, situated above the centre line of the 
tank, so that adjustment by means of the usual 
screwed end is not relied upon. The master 
strap also carries the lashing rings, which are 
held in cast steel brackets riveted and welded 
to the straps. 

All the straps are connected together by 
means of stabilising bolts, and in addition the 
front master strap is fitted with a special strut 
member connected to the chassis frame. This 
particular design has been dictated by many 
years’ experience in the building of road-rail 
trailers and the result is that not only is the 
tank securely held to the chassis, but move- 
ment of the straps on the tank is prevented 
and a really firm foundation for the lashing 
rings obtained. Coincident with the straps, 
there are wooden rings let into the insulation 
between the tank proper and the outer alumi- 
nium covering. In addition Balata belting is 
inserted between the straps and the tank, and 
between the tank and the wooden cradles. 
This belting gives a slight cushioning effect and 
at the same time prevents any _ electro- 
chemical action taking place between the steel 
strap and the aluminium insulation casing. 

The trailer back axle is of special design 
on account of there being two different load 
lines—through the centre of the pneumatic 
tyre when travelling on the road and through 
the centre of the “ rail ’’ wheel when carried 
on a rail truck. The rear “ rail ’’ wheels are 
steel castings, 18} in. in diameter, bolted to 
a flange on the front of the hub, and on the 
outside of the pneumatic-tyred road wheels. 
They have been designed with apertures, per- 
mitting access to the studs securing the pneu- 
matic-tyred road wheels so that these can be 
tightened and generally serviced without remov- 
ing the rail wheel. The auxiliary “ rail ”’ 
wheels are carried on special pressed steel 
brackets adequately braced. The brackets on 
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ar pair) and coupled to a mechanical horse 


Dyson trailer running on its own road wheels (re 





Two trailers in position on special six-wheel 18-ton underframe 








714 THE RAILWAY GAZETTE 


April 8, 1938 


Road Transport Section 


the near and off side of the trailer are connected by means 
of a stabilising tube in order to form a very rigid struc- 
ture. The rail wheels themselves are steel castings, the 
spindle being cast integral with the wheel. , 

The trailer rear springs are of silico-manganese stee! 
of the half-elliptical type, and are arranged to give oniy 
13 in. deflection under full load. Ingenuity has again beet: 
displayed in the design of the special spring deadening 
jacks which are fitted to the rear axle and which are 
screwed down when the trailer is in the correct position 
on the rail truck. Hand wheels at the rear of the tank 
force a series of steel balls round a bent tube. These 
balls impinge on a piston-shaped jack, the stem of which 
protrudes into the tube. As the rear handle is operated 
it pushes the balls along the tube and forces the jack 
down. In this simple manner ‘‘ remote control ’’ 's 
obtained as well as very easy operation. 

Careful attention has been paid to the braking layout 


and in addition to the ordinary mechanical means of 


operation, Clayton-Dewandre double-acting vacuum brake 
gear has been fitted. This gives power application of the 
brakes when coupled to the tractor and automatic appli 
cation when the trailer is uncoupled. In addition to the 
power application, the brakes can be mechanically 
operated by means of the mechanical trailer brake fitted 
in the cab of the tractor, operating through bell crank 
mechanism incorporated in the king pin, whilst a 
mechanical parking brake consisting of a hand wheel and 
screw is fitted to the front near side of the trailer. The 
brakes are fully compensated. It may happen in service 
that the trailers arrive at the loading dock the wrong way 
round for coupling to the tractor, and in this case they 
are hauled off the truck backwards. The power braking 
has therefore been arranged so that the brake coupling 
on the tractor can be coupled to the back of the trailer 
and the trailer brakes power-operated even when it js 
being hauled backwards. 

As previously stated, the only safe means of heating 
the delicate oils to be carried was considered to be by 
a hot water circulating system. At the rear of the glass- 
lined tank is an internal throat consisting of a gun-metal 
casting to which is secured a cylindrical hot water heating 
tank made of copper. An electric immersion heater is 
screwed into the gun-metal casting, projecting through 
into the hot water tank, as is also the thermostat which 
enables the temperature of the water to be controlled. 


From the heating tank rises a single ‘‘ riser ’’ pipe con- 
nected to a header tank, which has a filling orifice pro- 
jecting through on top of the tank and which enables 
the tanks and pipes to be kept full. The riser pipe also 
branches into two main heating pipes which run’ round 
the sides of the tank, eventualiy joining together to form 
a single return pipe along the bottom of the tank back 
to the heater cylinder. As the water in the main heating 
tank is heated, it rises up the “‘ riser ’’ pipe, flows through 
the main heating pipes, and back to the heating tank 
through the return pipe; a proper circulation of hot water 
is thus obtained. These arrangements are shown in the 
drawing on page 712. 

All these pipes are of copper, and like all other internal 
tank fittings, are heavily tinned. All gaskets used are 
of pure asbestos and where the heads of holts protrude 
on to the inside of the tank, these are made of stainless 
steel. A 150-amp. Niphan plug socket on the rail chassis 
provides facilities for electrical pre-heating of the tank 
water circulating system, or for boosting, in the event 
of the latter being desirable. The piping is arranged with 
a cock at the front of the tank and a drain cock at the 
rear, so that if necessary when electric power is not avail- 
able at the factory, connection can be made to the factory 
hot water supply and hot water passed through the pipes. 
It is interesting to note that the water drain cock at 
the rear is brought alongside the main tank cock and en- 
clesed in the same insulated cover. On account of the 
cant of the tank some difficulty was experienced in the 
actual desigu of the pipe work to obtain the inclinations 
necessary to ensure satisfactory water circulation, but the 
1esults achieved on tests indicate that the heating system 
is very efficient. 

A special device is fitted to the front of the trailer for 
stabilising the retractable forecarriage when being carried 
on rail. This device consists of hinged arms which hook 
round lugs on the forecarriage and are then adjusted 
until it is rigidly secured. This prevents the retractable 
forecarriage from being damaged by vibration when the 
trailer is on the railway truck. It also locks the fore- 
carriage and enables the trailer to be drawn off in a per- 
fectly straight line when arriving at a loading dock the 
wrong way round, necessitating it being drawn off back- 
wards; to facilitate this operation a rear coupler of unique 
design, let into the chassis rear cross member, has been 
provided. 











4 Bedford lorry, and an example of advertising for the road services of the Kent & East Sussex Railway, a 21-mile 
line serving the country between the Hastings (via Tonbridge) and Dover routes of the Southern Railway 
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Road Transport Section 


The Greyhound System in the U.S.A. 


A brief account of a nation-wide organisation of motorcoach operators 


re\HE largest and most widespread passenger under- 
*. taking in the United States is the group of companies 
operating under the fleet name of Greyhound Lines, 

iich covers some 50,000 route miles daily and handles 
re than 30 million passengers annually. Many of the 
nstituent companies of the group are railway associates, 

id there is also a concern called the Greyhound Manage- 

ent Company which is in some ways an American 

unterpart to the British Electrical Federation in England. 

Much of the development of this system is an achieve- 

ent of the last decade—for public motorbus services 

ere not developed extensively in the U.S.A. until some 
vears after the conclusion of the war—but the germ of Grey- 
hound Lines may be traced more than thirty years ago. 
In 1907 Mr. Carl Eric Wickman, a worker in the iron 
mines near Hibbing, Minnesota, started a ‘‘ jitney ’’ line 
between the city and the pits a few miles away, using 
two seven-passenger cars to carry men from the town to 
the mines. Because of the popularity of the service offered 
Wickman was faced with the necessity of obtaining larger 
motorcars. Motorcoaches, as they are known today, did 
not exist in the U.S.A. at that time, so Wickman in his 
spare moments built a 12-passenger coach, with the seats 
running lengthwise of the body and the driver separated 
from the passengers. by a glass partition. A steady 
increase in the number of passengers and revenue from 
the two cars and the one coach led Wickman to form the 
Mesaba Transportation Company. Associated with him 
in the venture were Messrs. Andy Anderson and R. A. L. 
Bogan, the latter to become Vice-President of the Grey- 
hound Corporation. The total capital of this company, 
formed in 1914, was $14,000. Today the capital of the 
Greyhound Corporation is $60,000,000. 

By 1920 motorcoach travel was playing such an 
important part in transport that many adventurous menu 
turned to it, both from the operating and investmeni 
standpoint. Several who had been employed by Wickman 
had started lines of their own in various parts of the 
United States, and among them was Mr. C. E. Eckstrom. 
backed by Wickman, who was operating over routes 
between Chicago and points in Michigan. From the begin- 
ning Eckstrom named his lines “‘ The Greyhound Way,”’ 
and this was the origin of the name. Mr. Charles Wren 
at about the same time formed on the Pacific Coast under 
the name of the Pickwick Stages what is now the Western 
Greyhound Lines, and Mr. Roger Taggert, of Denver, was 
organising the Yellow Way Lines from coast to coast. 
The last-named organisation expanded too rapidly and 
financial difficulties forced it to become affiliated with the 
Travis Line operating in ccmpetition with the Pickwick 
Stages. The year 1929 saw the first big consolidation of 
motorcoach lines when the Southern Pacific Motor Transit 
Company, the Pickwick Stages, and the Yellow Way Lines 
were merged with Greyhound Lines. At the same time 
Greyhound Lines bought the Colonial Motor Coach Cor- 
poration and the Great Lakes Stages, operating through 
Ohio, Pennsylvania, New York, and New England. 

The Greyhound Corporation 

The principal corporation in this system at the present 
time is the Greyhound Corporation, incorporated in Dela- 
ware in 1926 to act as a holding company in motorbus 
transport. This company has stock interests in the 13 

\s-operating companies whose routes connect to form 

Greyhound system; 9 of these 13 are controlled 


through stock ownership. The corporation also has 
interests in terminal and other companies performing 
auxiliary services. The control by stock ownership is 
further strengthened by a system of interlocking officers 
and directors. The subsidiaries of the corporation, in 
turn, own or control many other companies. 

The Greyhound Management Company is a Delaware 
corporation, of which all the stock is owned by the Grey- 
hound Corporation. As its name indicates, this company 
performs various management duties for the subsidiary 
companies, subject at all times to the general supervision 


and direction of the boards of directors of those com- 
panies. These services for the operating companies and 


controlling corporations include the handling of group in- 
surance, personnel problems, preparation of schedules, 
legal services, advertising, and so forth. 

Early in the expansion programme Greyhound 
executives realised the advantage in, and need for, co- 
operation between the railways and the bus industry, and 
with this in mind invited certain railways to participate. 
As a result, today the Pennsylvania Railroad, the Great 
Northern Railroad, and the Southern Pacific Railroad are 
all financially interested in Greyhound Lines, but only in 
the sections of the United States where their railway lines 
are located. In addition to the actual subsidiaries, there 
are a number of bus-operating companies with which 
Greyhound has agreements and operating understandings. 
Included in these is the Union Pacific—Chicago & North 
Western group, comprising the Interstate Transit Lines 
and the Union Pacific Stages, which, prior to an agree- 
ment signed in 1932, were strong competitors. 


Operating Companies 

The following notes, for which we are indebted to our 
American contemporary, the Railway Age, give some idea 
of the form and extent of the chief operating units of 
the group. 

Atlantic Greyhound Lines.—This is a Delaware corpora- 
tion, with Virginia and Ohio subsidiaries, and headquarters 
at Charleston, West Virginia. Its area of operation com- 
prises the states of Maryland, Virginia, West Virginia, 
Pennsylvania, Ohio, North Carolina, South Carolina, 
Kentucky, Georgia, Tennessee, Florida, and the District 
of Columbia. It works some 190 buses and employs 755, 
including 295 bus drivers and 169 mechanics. 

Canadian Greyhound Lines.—This company is organ- 
ised under the laws of the province of Ontario, with head- 
quarters at Windsor, Ontario. It maintains a bus route 
between Buffalo (New York) and Detroit (Michigan), 
through Canada, with 26 buses and 21 employees, 15 
of whom are drivers. 

Capitol Greyhound Lines.—This Virginia corporation, 
with Indiana and Illinois subsidiaries, has headquarters 
at Cincinnati, Ohio. It operates 25 buses in Missouri, 
Indiana, Illinois, Kentucky, Maryland, West Virginia, 
Virginia, and the District of Columbia. The employees 
number 36, of whom 35 are bus drivers. 

Central Greyhound Lines.-—Prior to the acquisition of 
a considerable portion of its stock by the New York 
Central Railroad system a few years ago, this company 
was independently owned. It is a Delaware corporation, 
with New York and Indiana subsidiaries and headquarters 
at Cleveland, Ohio. Operations are maintained-in Massa- 
chusetts, New York, Pennsylvania, Ohio, Indiana, Michi- 
gan, and Illinois, with about 270 buses. The employees 
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A typical motorcoach of the Pennsylvania Greyhound Lines, U.S.A., as used for long-distance service by this associate of the 
Pennsylvania Railroad, which is a unit of the nation-wide Greyhound organisation 


Interior of a yellow coach, as used by the Pennsylvania Greyhound lines. The adjustable reclining backs of the seating will 
be noted in the illustration on the left, and the unobstructed forward view for passengers is seen on the right 
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otal 1,195 persons, of whom 484 are drivers and 288 
nechanics. 

Eastern Greyhound Lines.—Although technically known 
; the Eastern Greyhound Lines of New England, this 

ympany is a Delaware corporation and is the operating 
subsidiary of the Greyhound Corporation of Delaware 

hich owns its entire voting stock. It operates 62 buses 
in Maine, New Hampshire, Massachusetts, Connecticut, 
Rhode Island, and New York. Of the 115 employees, 
51 are bus drivers and 21 mechanics. 

Illinois Greyhound Lines.—This Illinois corporation 
vorks 28 buses in Illinois, Indiana, and Missouri. It has 
31 employees, of whom 25 are drivers. 

Ohio Greyhound Lines.—This company, Indiana cor- 
poration, operates 26 buses in Michigan, Ohio, and 
Indiana. It has 42 employees, including 21 drivers. 

Pacific Greyhound Lines.—The holding company of the 
Pacific Greyhound Lines, known as the Pacific Greyhound 
Corporation, was organised in January, 1929, and 
acquired the ownership of the California Transit Com- 


THE RAILWAY GAZETTE 


Road Transport Section 


Transit Company, all of which are operating or terminal 
companies. These form a system operating some 425 buses 
over upwards of 5,000 route miles daily in New York, 
Pennsylvania, Maryland, Ohio, Illinois, Indiana, Missouri, 
Kentucky, and the District of Columbia. The 1,276 
employees include 533 bus drivers and 257 mechanics. 
Richmond Greyhound Lines.—In this Virginia corpora- 
tion, with headquarters at Richmond, the Richmond, 
Fredericksburg & Potomac Railroad has a large interest. 
It operates 17 buses in Virginia and the District of 
Columbia, and has 31 employees, of whom 26 are drivers 
and 2 are mechanics. Moreover, it owns 25 per cent. 
of the stock of a subsidiary, the Greyhound Garage, of 
Washington, where most of the servicing and repair of 
its equipment is done. The Pennsylvania Greyhound 
owns the other 75 per cent. of the Washington subsidiary. 
Southeastern Greyhound Lines. —- This undertaking is 
not closely connected with the other lines financially, 
although its operating and traffic agreements make it an 
integral part of the system. It is a Kentucky corporation, 


ID PITTSBURGH - WASHINGTON -PHIGADELPHIA “NEW YORK " 


A typical American coach of today; one of those run by Pennsylvania Greyhound Lines, which is associated with 


the Pennsylvania Railroad. 


pany, the Pickwick-Stages, the Peninsula Rapid Transit 
Company, the Oregon Stages, and the Southern Pacific 
Motor Transport Company. The last-named was a 
wholly-owned subsidiary of the Southern Pacific, which 
railway still holds some 40 per cent. of the stock of 
Pacific Greyhound. The operating company runs between 
25 and 30 million bus miles annually, with extensive 
operations between Portland (Oregon) and El Paso 
(Texas), including all the intermediate States. During 
the past 18 months, the Pacific Greyhound Lines have 
spent more than $1,200,000 in new terminal buildings, 
the most important of which was the Los Angeles ter- 
minal costing $500,000. A new union bus terminal, in 
which the Pacific Greyhound is the principal participant, 
is now being built at Portland, Oregon. The latest ter- 
minal to be placed in service is in downtown Sacramento; 
the main building is 80 by 80 ft., and off-street loading 
and unloading are provided. 

Pennsylvania Greyhound Lines.—This important unit 
of the group is a Delaware corporation, 50 per cent. of 
the common stock of which is owned by the Greyhound 
Corporation. The other 50 per cent. of the common and 
all of the preferred stock is owned by the American Con- 
tract & Trust Company, a wholly-owned subsidiary of the 
Pennsylvania Railroad. The Pennsylvania Greyhound 
Lines owns the entire capital stock of Indiana, Illinois, 
and Virginia subsidiaries of the same name, as well as 
that of the Montgomery Bus Company, the Peoples Rapid 
(ransit Company, and the Pennsylvania Greyhound 


Note the observation platform at the rear 


with Delaware, Alabama, Tennessee, and Indiana sub- 
sidiaries, of which the Kentucky, Alabama, and Tennessee 
corporations are operating companies. It works in Ken- 
tucky, Tennessee, Alabama, Georgia, Florida, West 
Virgina, Ohio, and Indiana and has 557 employees, 213 of 
whom are bus drivers. The Southeastern Greyhound 
Lines owns 50 per cent. and the Union Bus Company the 
other 50 per cent. of the Southeastern Management Com- 
pany which owns 47 buses operating in Florida, Georgia, 
Tennessee, and Alabama, and has 214 employees, includ- 
ing 76 drivers and 39 mechanics. 

Southwestern Greyhound Lines.—The basic routes of 
this undertaking comprise the bus lines formerly operated 
by the Southwestern Transportation Company, a wholly- 
owned subsidiary of the St. Louis Southwestern Railway 
Company, which now confines its road activities entirely 
to motor lorry operations. In addition, the Southland 
Greyhound and the Western Greyhound have been merged 
to form the present company, a Delaware corporation with 
headquarters in Fort Worth (Texas), operating in Missouri, 
Kansas, Oklahoma, Arkansas, Tennessee, Louisiana, 
Colorado, New Mexico, and Texas. It has 950 employees, 
including 290 drivers and 220 mechanics. 

There are numerous other members of the group, in- 
cluding the Teche Greyhound Lines, the Northland Grey- 
hound Lines (in which the Great Northern has a large 
stockholding, and the Southern Kansas Greyhound Lines 
(owned by the Atchison, Topeka & Santa Fe and the 
St. Louis Southwestern). 
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Two Methods of Motorcar Transport by Rail 


Photo} W. Conitz 


Above: Motorcars loaded on 
railway trucks for rail trans- 
port through the Gotthard tunnel. 
A considerable volume of such 
traffic is carried through the 
principal Alpine tunnels during 
the annual periods when the 
mountain roads are closed, and 
special cheap rail rates have 
been introduced 


Right : Specially-equipped van 
on the Minneapolis & St. 
Louis Railroad, U.S.A., for 
carrying motorcars. The vehi- 
cles enter by a door in the 
middle of the side of the van 
and are turned right or left 
on to a frame. By a simple 
appliance this frame is lifted 
sufficiently high to leave room 
for another motorcar under- 
neath. A tier of two cars is 
thus accommodated at each end 
of the van, leaving space for 
a fifth vehicle to be carried 


transversely inside the door 
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EQUIPMENT AT A MODERN LOCOMOTIVE RUNNING DEPOT 
IN INDIA 


A brief description of some of the methods and appliances 
used at sheds on the North Western Railway 


“XS” 4-6-2 type express locomotive, N.W.R., with four cylinders and poppet valves, being turned on the 85-ft. 


electrically-operated turntable at Lahore locomotive depot. 


N our issues during the month of April last, we described 
at some length the reorganisation of the Motive Power 


Department of the L.M.S.R., in the course of which 
description modern depot equipment was dealt with. In 
other countries also modernisation in a modified form is in 


progress, among them India. As an example of this, we 
outline below some of the methods and equipment now 
installed on the North Western system. 

The 753-mile Karachi-Lahore section of the 
main line is now worked by the following 


Note the overhead electric lead 


This practice has in turn made possible the elimination 
of a number of the smaller intermediate sheds, or their 
relegation to the category of ‘‘ garage depot ’’ turnround 
outstations. For instance mail and passenger engines are 
changed twice only, at Rohri, 299 miles from Karachi, and 
at Samasata, 507 miles. Consequently all the larger 
engines are now stationed at either Rohri or Lahore, and 








types of locomotive: Mail, and heavy and 
fast passenger trains by ‘‘ XC ’’ and “‘ XS”’ 
Pacifics. These engines are the heaviest 
4-6-2’s on the system, the former having two 
cylinders and the ‘‘ XS’s’’—of which there 
are only four—four cylinders with poppet 
valve gear. The lighter passenger trains are 
worked by HP/S (4-6-0) and SP/S (4-4-0), 
the /S indicating that they are superheated. 

The heavy goods trains, loading up to 72 
four-wheel wagons, are worked over the 
heavier graded section ‘(1 in 190)—a section 
subject to continuous and strong winds at 
certain seasons of the year—between Karachi 
and Kotri, by class engines. These 
are big 2-10-0 tender locomotives having four 
cylinders and operated on fuel oil. North of - 
Kotri, the goods services over the nearly level Jim 
desert are worked by HG/S, HG/C, and 
HG/G 2-8-0 two-cylinder engines burning 
coal. The introduction of grease lubrication 
for the motion and coupled wheel axleboxes, 
which is being gradually introduced on all 
N.W.R. locomotives, has contributed largely 
to an increase in the length of engine runs, 
thereby increasing ‘‘ the miles per day per 
engine in use.”’ 
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Electrically-operated 80-ton goliath crane at Rohri shed. 
fixed 80-ton crabs and the 5-ton traversing crab 
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Note the two 
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The wheel drop pit at Rohri shed. 


running trolley in the pit 


work in three links (a) Rohri-Karachi-Rohri, (b) Rohri 
Samasata-Rohri, and (c) Lahore-Samasata-Lahore. 


Depot Equipment 

One of the most important items of the newer equipment 
is the installation of 80-ton goiiath cranes, built by John 
Henderson & Co. Ltd. of Aberdeen, one of them now being 
in use at each important shed. This type of crane, which 
we illustrate, is provided with two fixed crabs arranged 
to give a vertical Jift of 20 ft., one over the centre of each 
of the two tracks spanned by the crane. In addition to 
these two main lifts, there is an auxiliary 5-ton hoist 
traversing the length of the crane. The provision of two 
fixed crabs, instead of the more usual single travelling 
crab, has the advantage that work can proceed on two 
engines simultaneously, an important matter at a busy 
depot. Another advantage is that each engine is lowered 
exactly on to the rails, time thus being saved. 

These cranes are electrically operated from the ground 
for the hoisting motions, but hand operated gear is pro- 
vided for travelling along the longitudinal craneways. 
Limit switches are fitted to : 
guard against over-lifting. To 
provide power for working the 
crane duling a time of emergency 
when the current is cut off, hand 
gearing is.also fitted for working 
the main lifts, the 80-ton winches 
being worked from the top, and 
the 5-ton crab from ground level. 

Pits between the rails of both 
tracks run the full length of each 
craneway to facilitate attention to 
the undergear of locomotives, and 
between the tracks there are water 
hydrants so that intermediate 
hydraulic boiler tests can be car- 
ried out whilst engines are stand- 
ing under the crane. In this 
way, all operations can be carried 
out simultaneously with the mini- 
mum of detention to locomotives 
in the depot. 

Wheel drop pits are now stan- 
dard equipment at nearly all 
sheds on the North Western Rail- 


The trailing wheels of the leading bogie of an 
* XC’ class 4-6-2 express engine are seen being lifted by hydraulic jack on a transverse 


Cleaning brake gear 
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way. The one at Rohri for in- 
stance runs across three tracks, 
the two side lines accommodating 
the locomotives and the centra! 
one being used as a wheel line. 
The engines are run over the pit 
and the wheels and axles are re- 
moved on a special trolley carry 
ing a hydraulic jack and running 
on rails laid transversely alon 
the bottom of the pit. The jacks 
and trollies were supplied through 
the Baldwin Locomotive Works 
U.S.A. Short 6 ft. 7 in. length 
of the running rails are carrie 
on rolled steel joints hinged s: 
that they can be swung aside t 
permit of the passage of th 
trolley and jack when carrying a 
pair of wheels and axle. Thoug! 
carried by hinges when swun 
clear and carrying no weights 
these joists rest on substantial 
bearings when under load. 

The line between Lahore and 
Karachi crosses the Sind desert, one of the hottest and 
dustiest sections in the world. Engines become coated 
with a layer of dust—a veritable natural grinding paste 
—and cleaning is no small problem. At Rohri shed, nea 
the centre of this region, the dirt is removed by a jet 
of live steam from the boiler wash-out pipe line. This 
method of cleaning engines has resu!ted in an appreciable 
saving of time and labour. 


Power-worked Turntables 


Among other improvements in use, being installed, or 
pending is power-operation plant for turntables. For 
instance, the 85-ft. table supplied by Ransomes & Rapier 
Limited, and laid down some six years ago at Lahore—the 
largest depot on the system—is electrically operated, as 
may be seen from one of the accompanying illustrations. 
Another of these tables at Lalamusa, an important junc 
tion and engine-changing station on the Lahore-Rawal- 
pindi-Peshawar section of the main line—below which 
point the grades are easy whereas beyond it they ars 
heavy—is about to be fitted with a Cowans Sheldon 
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by a jet of live steam at Rohri depot, N.W.R. 
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A trolley-type umbrella clamped to an axle gives shade to the 
man working in the open 
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(Carlisle) equipment in which power is obtained from the 
vacuum brake on the engine itself. Such a plant was 
described and illustrated in our issue of February 8, 1935. 

It frequently happens that a fitter is called upon to 
work on an engine or parts standing outside the shed in 
the full heat of the sun, which at times reaches very high 
temperatures in the Punjab and Sind. Although hardly 
to be classified as modern equipment, the provision of 
large umbrellas—similar to those used on survey work 
or inspection trolleys—held in special brackets readily 
attached to any part of an engine, is one of those little 
things which, in providing for the shade and therefore 
comfort of the workman, contribute towards increased 
efficiency. Even in the welcome shade of such an umbrella 
the temperature goes up to 120° and even 130° F., so 
that without this seemingly primitive aid to improved 
output, conditions are almost unbearable. 

In conclusion it may be mentioned that the modern 
practice of carrying out running repairs to engines in sheds 
on “‘ schedule ’’ has been adopted. Under this practice 
all maintenance work is effected on a mileage basis to 
suit the various classes of locomotive, instead of the repairs 
being attended to as and when booked by drivers. This 
system has resulted in engines being maintained in a 
better condition than heretofore, especially as extended 
running of locomotives involves their being handled by 
more than one crew. 

It is of interest to note that the proximity of Karachi 
to the Persian oilfields makes it possible for fuel oil to be 
landed and stored in hulk at that port at a cost that com- 
pares favourably with coal, which has to be railed very 
long distances from the nearest collieries. Consequently 
most engines working between Karachi and Rohri are oil 
fired, whereas north-east of Rohri coal-burning engines 
are everywhere used. 








_ Streamlined locomotive hauling the Royal Blue train over the Thomas viaduct at Relay, Maryland, on the Baltimore 
& Ohio Railroad. This viaduct was illustrated and described in our issue of August 9, 1935, the year of its centenary 
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RAILWAY BRIDGE GIRDERS WELDED OF OLD RAILS 


A practical use for scrap rails 


DVANCES in welding technology have led to many 
new methods of construction, characterised by a 
complete departure from tradition. The manufacture 

of similar structures by riveting and bolting would be 
either impossible or very uneconomic. Among the inno- 
vations made possible by welding, is the use, as carrying 
members in new structures, of old rails which would 
formerly have been scrapped. Masts of various patterns 
for the support of overhead lines have been built by 
welding together old rails in different combinations, and 
many such supports were used, for example, in the elec- 
trification of the Austrian Tauernbahn. Old rails have 
also been used in remarkable ways in other countries in 
the construction of welded structures, and special interest 
attaches to such applications in view of the steel shortage 
prevailing in most industrial countries. 
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The accompanying illustrations show an_ interesting 
application of old rails, in bridge construction for th 
Stuttgart division of the German State Railway. Single 
line bridges, of 10 metres (32 ft. 10 in.) span, each uss 
nine electrically-welded girders embedded in concrete,” 
as shown in our sketch, which also shows the form and 
dimensions of the individual girders. These are the same 
for each girder, and the consumption of new steel is 
restricted to the web plate 3 in. in thickness. The flanges 
ccnsist of old rails which are attached to the web by 
continuous fillet welds of about }-in. depth and width. 
Compared with rolled girders, this construction shows a 
saving in concrete, the slope of about 4 per cent. (1 in 25) 
for draining the ballast being equal to the slope of the 
upper flange of the welded girder. 

A comparison of costs shows a saving of 40 per cent. 
compared with broad-flange beams, the 
value of the old rails being taken as 30 
Marks (£2 10s. at 12 M. to the £1) per 
ton. Even if the old rails be valued at twice 
this price, there is a saving of about 25 
per cent. on the cost of steel alone, and 
to this must be added the saving on 
concrete. 

The same type of construction has also 
been tried in bridges of 14 metres (45 ft. 
11 in.) span, showing 50 per cent. saving 
compared with the use of broad-flange 
beams. In this case the web is 12 mm. 
(38 in.) thick, 1,100 mm. (3 ft. 7} in.) deep 
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at the centre, and 800 mm. (2 ft. 7} in.) 








deep at the ends. 





Price comparisons may vary in different 





End of welded-rail girder 


countries, but it is evident that the welded 
construction offers attractive possibilities in 
these days of shortage of materials. 


* O. Spatny. Der Stahlbau (Berlin), September 
27, 1935 


Complete welded-rail girder being handled by crane 
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RAILWAY NEWS SECTION 


PERSONAL 


he Hon. Geoffrey C. Gibbs, of 
Antony Gibbs & Sons, Merchants, 
92, Bishopsgate, London, has_ been 
at 


nointed a Director of the L.N.E.R. 
in succession to the late Sir Charles 
Albert Batho, Bart. (whose death on 
January 29 was recorded in our issue 


of February 4). According to the 
Divectory of Directors, Mr. Gibbs is 

. a Director of the Australian 
Mutual Provident Society (London 
board); London Produce Clearing 


House Limited) ; and Sulphide Corpora- 
tion Limited (Chairman). 





Mr. C. Rayner-Smith 


Appointed Assistant Divisional Superintendent, 
Birmingham, G.W.R. 


Mr. c: Rayner-Smith, whose 
appointment as Assistant Divisional 
Superintendent, Birmingham, Great 


Western Railway, was recorded last 
week, was born in 1888, and entered 
the railway service.in 1905 on the 


personal staff of the Superintendent of 
the Line. In 1911 he was made res- 
ponsible for the ocean passenger and 
mail traffic through the ports on the 
company’s system, and in 1913 paid 
a visit to the U.S.A. and Canada. In 
charge of the Special Passenger Traffic 


Section during the war, he handled 
movements of Belgian refugees, 
Belgian officers for the East African 


campaign, &c., and in this connection 
was presented with the Palms in Gold 
of the Order of the Crown of Belgium. 
In 1923 he was received by H.R.H. 
the Prince of Wales and was presented 
with a Garter tie pin set with dia- 
monds. Mr. Rayner-Smith was ap- 
pointed to the post of General Agent 
to the Great Western and Southern 
Railways for the United States and 
Canada in 1931, and since his return 


in 1933 he has been in Birmingham. 
He is a Fellow of the Royal Geo- 
graphical Society, and the appointed 
lecturer on Railway Operating subjects 
under the City of Birmingham Edu- 
cation Committee. The division in 
which he is now Assistant Superin- 
tendent covers the line from Bletching- 
ton in the south to Wolverhampton, 
and Oxley in the north, including the 
sections to Stourbridge, and to Strat- 
ford-cn-Avon. 


L.M.S.R. APPOINTMENTS 

The following appointments have 
been approved by the directors : —- 

Mr. R. Clarke, Goods Agent, Glasgow 
(Buchanan Street), to be District Goods 
and Passenger Manager, Carlisie 

Mr. A. R. Thomson, Outdoor Assis- 
tant to Divisional Superintendent ot 
Operation, Crewe, to be District Ccn- 
troller, Liverpool (Lime Street! from 
June, 1938. 

Mr. S. Jones, Goods Agent, Dudiey, 
to be Goods Agent, Soho. 


Mr. P. G. Price, Goods Agent, 
Wednesbury, to be Goods Agent, 
Dudley. 

Mr. G. S. Maycock, Goods Agent, 


Netherton; to be Goods Agent, Wed- 
nesbury. 

Mr. J. E. Rigby, Goods Agent, 
Burnley, to be Goods Agent, Preston. 

Mr. A. Anderson, Goods Agent, 
Edinburgh (Lothian Road), to be Goods 
Agent, Leith. 

Mr. J. Cameron, Goods Agent, Leith, 
to be Goods Agent, Edinburgh (Lothian 
Road). 

Mr. C. R. L. Rice, Head Office 
Inspector (Motive Power), Chief Opera- 
ting Manager's Office, Derby, to be 
Assistant District Locomotive Super- 
intendent, Saltley. 





MEMORIAL SERVICE FOR VISCOUNT 
St. Davips 

A memorial service for the first Vis- 
count St. Davids was held at St. 
Michael’s Church, Cornhill, E.C., last 
Friday (April 1). Prebendary J. H. J. 
Ellison officiated and gave an address. 
In addition to the family mourners the 
following were among those who were 
present or represented : — 

Earl of Bessborough, Lord Glanely, Sir East- 
man Bell, Sir Follett Holt, Sir Stephen Killik, 
Sir Henry Maybury, Lt.-Col. Woodbine Parish, 
Colonel William Parker, Lt.-Col. R. Tristram 
Harper, Major G. Lloyd-George, M.P. Messrs. 
J. S. Austen, B. H. Binder, Dixon Boardman, 
Hildred Carlisle, William Codrington, P. Ashley 
Cooper, J. T. Dillon, H. C. Drayton, Sidney E. 
Garcke, J. A. Goudge, Robert Graham, Nigel 
F. E. Grey, R. J. Howley, W. Howard-Williams, 
J. Ireton, J. H. Clifford Johnston, Ronald 
Leslie, Cecil Mallet, W. J. Maslen, Charles R. 
Mayo, P. Middlemas, T. J. Millen, W. Sandford 
Poole, Percy C. Quilter, C. Ellison Rich, 
Mervyn F. Ryan, Lightly Simpson, N. Stuart, 
W. D. Tween, and Roger Wright. 


Mr. E. Heiberg is to retire on May 1 
froin the position of General Manager 
of the Norwegian State Railways, 


which he has held since 1924. Mr. 
Heiberg began his professional career 
aS an engineer in the service of the 
State Railways, and later was for 25 
years manager of the Skabo Waggon- 
works. 


Mr. W. F. Veary, System Manager, 
Cape Town, South African Railways 
& Harbours, who has proceeded on 
leave of absence preparatory to retire- 


ment, joined the Cape Government 
Railways in the training school at 
Cape Town, and was afterwards in 


the Chief Accountant’s office. During 
the South African war he was offered 





Mr. W. F. Veary 


System Manager, Cape Town, S.A.R. & H., 
1935-3 


and accepted 
Correspondence 
Accountant’s 


the position of Chief 
Clerk in the Chief 
office of the Imperial 
Military Railways at Johannesburg. 
In April, 1910, he was appointed to 
the Staff Section of the Transportation 
Department of the Central South 
African Railways, and subsequent to 
Union he has filled successively the 
posts, in the General Manager’s office, 
of Principal Clerk, Assistant Superin- 
tendent (Staff), Staff Assistant, Chief 
Staff Assistant, Senior Staff Controller, 
and Chairman of the Staff Control 
Board, which post he held until his 
appointment to the position of System 
Manager, Cape Town, in April, 1935. 
Mr. Veary was for some years a 
nominated member of the Conciliation 
Board, of which he was Chairman 
until his transfer to Cape Town. He 
was very closely associated with the 


drafting of staff legislation, notably 
the Railways & MHarbours Service 
and Superannuation Fund Acts of 


1925, and the comprehensive regula- 
tions framed thereunder. He was 





Right: Mrs. R. P. Biddle, wife of the 
Docks and Marine Manager, Southern 
Railway, on April 1 named the diesel- 
engined vessel ‘* Lymington,”’ shown 
being launched at the Leven shipyard 
of William Denny & Bros. Ltd. In- 


tended for the Southern Railway service 


between Lymington and the Isle of 


Wight, this vessel is the first in British 
waters to be fitted with Voith-Schneider 
propellers, which are controlled from 
the bridge, and give the ship such 
manceuvrability that rudders have been 
dispensed with. Accommodation is 
provided for 400 passengers and 
16-20 motorcars. Two 200-b.h.p. 
engines will give a speed of 11 knots 
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Left: Reproduction of an 
oil painting by J. Walters, 
giving the artist’s impres- 
sion of the ss. “* Great 
Western”’ on her historic 
Atlantic passage (see edi- 
torial article on page 700) 


Photo| Annual dinner of the Railway Benevolent Institution at the Connaught Rooms, London, on April 5 (Swaine 
(See report on page 726) 
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Chairman of the committee of in- 
vestigation into the Accounting 
Department 1931/32, and he has been 
closely identified with the schemes for 
the development. of the foreshore at 
Table Bay and, amongst other 
activities, he was Chairman of the 
Cape Town sub-centre of the Institute 
of Transport, and Assistant Com- 
missioner of the Cape Western sub- 
district of the St. John Ambulance 
brigade. Mr. Veary saw military ser- 
vice in the South African war and 
holds the Queen’s medal. He was 
also awarded the King’s Jubilee and 
Coronation medals, and was admitted 
to the Order of St. John in 1937 as 
Serving Brother. He holds the rank 
of Major in the Union Defence Force 
on the reserve of officers. Mr. Veary 
was one of six brothers all of whom 
at one period or another served in 
various capacities on the railways of 
South Africa. 


From The London Gazette of 
April 1: Regular Army Supplementary 
Reserve of Officers, Royal Engineers, 
Transportation :— 

Captain C. P. Parker, M.C., to be 
Major (February 28). 

Lieut. H. T. Bird, to be Captain 
(February 28). 


Mr. W. G. W. Wilson, whose 
appointment as Chief Mechanical Engi- 
neer of the Nigerian Railway was 
recorded in our issue of October 22, 
was born in 1894 and educated at 
Kilmarnock, Scotland, in a private 
school and at Kilmarnock Academy. 
He served a five years’ engineering 
apprenticeship with Andrew Barclay, 
Sons & Co. Ltd., Caledonia Works, 
Kilmarnock, and in his last year was 
selected for entry to the drawing office. 
Following experience in this depart- 
ment he was appointed Assistant 
Works Manager, and after a period of 
Army service in the ranks during the 
war returned to the firm until August, 
1920, when he took up an appointment 
with Sir W. G. Armstrong Whitworth 
& Co. Ltd., Scotswood Works, New 
castle-on-Tyne, in the Expenditure 
Central Department of its locomotive 
building establishment. During Novem- 
ber, 1923, Mr. Wilson was appointed 
Assistant Locomotive Officer, Nigerian 
Railway, and in this capacity under- 
took the duties of Assistant Works 
Manager at the railway’s headquarter 
workshops, Ebute Metta, until 1925, 
when he took over as Acting Works 
Manager. He was promoted Works 
Manager in 1927; Assistant Chief Me- 
chanical Engineer in 1929; re-designated 
Superintendent of Workshops and 
Senior Assistant Mechanical Engineer 
as from April 1, 1934, and appointed 
Chief Mechanical Engineer with effect 
from September 23, 1937. Mr. Wilson 
was elected an Associate Member of 
the Institution of Mechanical Engineers 
in January, 1932; and a Member of 
the Institution of Locomotive Engi- 
neers in September, 1921. 
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From The Times of April 4: Mrs. 
Barrington-Ward, who died on April 2 
at the age of 81, was the mother of five 
remarkable sons, and was happy in 
living to see them all eminent in their 
respective professions—a K.C. and 
Metropolitan Police Magistrate, a lead- 
ing official. of the L.N.E.R., a dis- 
tinguished surgeon, a Tutor of Christ 
Church, and an Assistant Editor of The 
Times. [The official of the L.N.E.R 
is Mr. V. M. Barrington-Ward, Super- 
intendent (Western Section) Southern 
Area.—Epb. R.G.] 


Mr. A. J. Medlycott has _ been 
appointed Secretary of the Central 
Uruguay Railway Company of Monte 
Video Limited, in succession to Mr. 
H. O. Tubby, whose retirement was re- 
corded last week. Mr. Medlycott joined 
the Great Western of Brazil Railway 
in 1912, and from 1916/1919 served 
with H.M. Forces in Egypt and 
Palestine. In 1919 he rejoined the 
Great Western of Brazil Railway, and 
in 1925 was appointed Secretary of the 
Telephone Co. of Pernambuco Ltd., 
relinquishing that post when the com- 
pany was sold to the American & 
Foreign Power Company in 1928. He 
was appointed Secretary of the Great 
Western of Brazil Railway Co. Ltd. 
in 1930, becoming Secretary of the 
Madeira-Mamore Railway Company in 
the same year. At this time, also, 
Mr. Medlycott was appointed Secretary 
of the London Committee of the 
Pirzeus—Athens—Peloponnesus Rail- 
way, and ‘visited that company’s 
system in Greece. In 1932 he visited 
the Great Western of Brazil Railway 
system in Brazil, and in 1934 was 
elected a Director of the Madeira- 
Mamore Railway Company. Mr. 
Medlycott relinquished the Secretary- 
ship of the London Committee of the 
Pireus—Athens—Peloponnesus Rail- 
way on the dissolution of that com- 
mittee in 1936. On his appointment 
as Secretary of the Central Uruguay 
Railway he has now reliquished the 
secretaryships of the Great Western of 
Brazil Railway Co. Ltd., and _ the 
Madeira-Mamore Railway Company. 


Mr. F. O. Ellis, who has_ been 
appointed Secretary of the Great 
Western of Brazil Railway Co. Ltd., 
joined that company in March, 1910, 
as a junior clerk, coming direct from 
school. From August 12, 1914, to 
June, 1919, he served with H.M. Forces 
in the Mediterranean and France. He 
was wounded at Ypres in 1915, and 
attained the rank of Captain. On de- 
mobilisation he was appointed Stores 
and Shipping Superintendent in London 
of the Pernz-nbuco Tramways & Power 
Co. Ltd., and the Telephone Company 
of Pernambuco Limited. To _ these 
offices he added that of Stores and 
Shipping Superintendent of the Great 
Western Railway of Brazil in Novem- 
ber, 1924, holding them concurrently 
until the sale of the Pernambuco con- 
cerns to the American & Foreign 
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Power Company in 1928. Mr. Ellis was 
appointed Assistant Secretary, London 
Committee, Piraus—Athens—Pelopon- 
nesus Railway in 1930, and visited 
Greece to report on the Stores Depart- 
ment of that railway, at the same time 
retaining his appointment with the 
G.W. of Brazil Company. The London 
Committee was dissolved in June, 1936. 
Mr. Ellis has now also been appointed 
Secretary of the Madeira Mamore Rail- 
way Company. 


We regret to record the death in 
Edinburgh on April 2, at the age of 


. 81, of Lord Mackenzie, who was a Lord 


of Session from 1905 to 1922. From 
1908 until his retirement, Lord Mac- 
kenzie was ex-officio Commissioner for 
Scotland in the Court of the Railway 
and Canal Commission. 


INSTITUTION OF LOCOMOTIVE ENGINEERS 

The following elections were made at 
a meeting of the institution on 
March 30:— 

Associates 

Mr. J. Cullimore, London Manager, 
Craven Bros. (Manchester) Limited. 

Mr. J. Hodkinson, Associated British 
Machine Tool Makers Limited. 

Mr. W. R. Rudd, Assistant Traction 
Erection Engineer, General Electric 
Co. Ltd. 

Associate Member 

Mr. H. J. L. Dolan, Draughtsman, 
Grade I, C.M.E. Department, Rho- 
desia Railways. 

Transfers from Graduate to Associate 
Member 

Mr. T. C. B. Miller (L.N.E.R.), and 

Maring Yone Mo (Burma Railways). 








Forthcoming Events 


Apr. 8 (Fri.).—Institute of Transport (New- 
castle), at Royal Station Hotel, 7.30 p.m. 
Annual General Meeting. 

Institute of Transport (Newcastle Graduate), 
at Royal Station Hotel, 6 p.m. Annual 
General Meeting. 

Apr. 11 (MJon.).—Institute of Transport (Lon- 
don), at Inst. of Electrical Engineers, Savoy 
Place, W.C.2, 5.30 p.m. ** Passenger 
Amenities in Railway Travel,” by Sir 
Harold Hartley, C.B.E. 

Stephenson Locomotive Society (London), at 
London School of Economics, Houghton 
Street, W.C.2, 6.30 p.m. ‘* Reminiscences 
of the Great Northern,”’ by Mr. R. Weight. 

Apr. 12 (Tues.).—Institute of Transport (Bir- 
mingham), at Queen’s Hotel, 6 p.m. Annual 
General Meeting. 

Institution of Electrical Engineers (Scottish), 
at Engineers’ Rooms, 39, Elmbank 
Crescent, Glasgow, 7.30 p.m. ‘‘ Trend of 
Design of Electric Locomotives,” by Mr. C. 
Fairburn. 

Permanent Way Institution (Brighton), at 
Welfare Room, New England Street, 7 p.m. 
Lecture by Mr. J. Garnett. 

Permanent Way Institution (Sheffield), at 
Royal Victoria Hotel,7 p.m. The Methods 
Employed in Renewing Track with 120-ft. 
Rails,” by Mr. C. Herbert. 

Apr. 13 (Wed.).—Permanent Wav Institution 
(London), at Underground Railways” 
Dining Club, Pelham Street, S.W.7, 7 p.m. 
‘The Application of Oxy-Acetylene Weld- 
ing to Railway Track Work,” by Mr, R. 
Doré. 

Apr. 19-23.—Model Railway Club Exhibition, 
at Central Hall, Tothill Street, London, 
S.W.1. 
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Railway Benevolent Institution Dinner 


(See illustration on page 724) 


The eightieth anniversary dinner of 
the Railway Benevolent Institution was 
held at the Connaught Rooms, Great 
Queen Street, W.C.2, on Tuesday. Mr. 
William Whitelaw, President of the in- 
stitution and Chairman of _ the 
L.N.E.R., was in the chair. During 
the dinner songs were rendered by Mr. 
John Oliver (bass), and Giovanni enter- 
tained by picking the pockets of six 
distinguished victims, including Mr. 
Whitelaw himself. Dancing concluded 
the evening, and music was played 
during dinner by Ernest Rutterford’s 
band. The following donations and 
subscriptions were announced :— 


His Majesty the King (annual subscrip 
tion) 7 , a pens fe 100 
Collected by the President, the chief 
officers and staff of the L.N.E.R. ... 
Collected by the chief officers and staff 
of the following companies 
Great Southern Railways 
Mr. P. J. Floyd ‘i ... 2,953 
London Midland & Scottish Railway 
Sir Josiah C. Stamp, G.C.B., 
G.B.E., D.Sc. P 2,460 
Great Western Railway 
Sir James Milne, K.C.V.O., C.S.1 
Southern Railway 
Mr. Gilbert S. Szlumper, C.B.E. 764 
Great Northern Railway (Ireland) 
Mr. J. B. Stephens ms 
London Passenger Transport Board 
Mr. H. S. Chapman ei ‘ 222 
Westinghouse Brake & Signal Co. Ltd 


4,326 


,609 


235 


Mr. J. Griffith Hall... 161 
Cheshire Lines Committee 
Mr. G. Leedam . : 144 
Railway Signal Co. Ltd. 
Mr. W. S. Roberts . awe 42 
Other collections iad sa ‘ 64 


13,080 


Among those present were : 

Mr. L. A. Alexander, Rt. Hon. Lord Alness, 
P.C., Messrs. W. A. Ballard, H. Barnden, F. 
Stanton Barnes, T. Barty, A. G. Beach, G. S. 
Begg, R. L. Bentley, W. Gordon Bradley, 
Raymond Carpmael, W. R. Carslake, W. B 
Carson, S. B. Carter, F. L. Castle, A. L. Castle 
man, J. Cave, H. Adams Clarke, O. H. Corble, 
C. H. Cowtan, E. C. Cox. 

Messrs. F. S. Darby, R. G. Davidson, Ashton 
Davies, Capt. R. Davis, Messrs. W. J. Devenish, 
F. Downes, Newnes Downing, P. J. Dowsett, 
J. Doyle, T. W. Dunn, A. Edge, G. Ellson, 
C. N. Fairchild, E. Stewart Fay, Sir Sam Fay, 
Messrs. P. J. Floyd, George Fogt, E. Fookes, 
Major G. Newton Ford, Messrs. H. H. Gardiner, 
O. C. Gatenby, J. Fredk. Gee, H. Gent, Paul 
Gibb, P. W. Gibbs, L. C. Glenister, Geoffrey 
Godfrey, W. A. F. Graham, Sir Robert Greig, 


Messrs. A. Winter Gray, R. S. Griffiths, Mr. 
Griggs 

Messrs. W. H. Hanscombe, F. E. Harrison, 
C. A. F. Hastilow, A. C. Spencer Hess, F. 


Hills, J. R. Hind, Col. Brooke Hitching, Messrs. 
E. Huskisson, J. W. Hutton, T. W. Jacobs, 
W. H. Johnson, W. S. Johnson, Sir Franci 
Joseph, Messrs. J. A. Kay, J. King, A. E. 
Kirkus, A. J. D. Kitson, A. R. Lamb, D. R 
Lamb, I J. Le Clair, J. Lees, R. J. R. Loxds!e, 
Valentine Loxdale 

Messrs. A. L. MacColl, Alastair MacColl, 
Mr. Macalaster, Mr. Harold Mack,|Rt. Hon. James 
MacMahon, P.C., Messrs. John Marchbank, 
E. F. Marsh, Sir James Milne, Messrs. Charles F, 
Minett, Major ¢ H. Montgomery, Messrs. 
K. Leslie Mortimore, G. Morton, J. R. Morton, 
W. H. Morton, A. Moss, S. L. Murgatroyd, 
L. H. K. Neil, B. S. Newton, C. H. Newton, 
€. H. Nicholson, J. H. Nicholson, Sir Walter 
R. Nugent, Mr. F. J. Orchin. 

Messrs. C. G. Page, C. S. Page, E. E. Painter, 
A. J. Pearson, R. R. Pettit, A. G. Pollard, F. R. 
Potter, A. L. C. Purr, A. S. Quartermaine, V. 
Radford, C. E. Riley, W. S. Roberts, V. A. M. 
Robertson, M. D. Robinson, A. P. Ross, T. H. 





Rowe, E. M. Rutter, J. E. Ryan, R. A. Scott, 
C. Sheath, Major J. H. Smeddle, Messrs. R. A. 
Smeddle, F. H. Hartnell Smith, R. E. Blake 
Smith, W. J. R. Squance, W. A. Stanier, 
W. H. Stanier, J. Bb. Stephens, W. Stott, C. H. 
Sutherland, Sandham J. Symes. 

Messrs. E. Tenneson, Robert A. Thom, E. 
Thompson, H. Thompson, L. F. Timmins, 
F. W. Tipton, J. C. L. Train, Sir George Wyatt 
lruscott, Bt., Messrs. John F. B. Vidal, R. B. 
Walker, H. C. Walton, John Walton, Major 
H. A. Watson, Messrs. W. C. Wayland-Carr, 
H. Lb. Webster, Sir Ralph Wedgwood, Major T. 
Williams, Mr. J. Kerr Wilson, Sir Murrough J. 
Wilson, Messrs. H. C. Wintle, A. Woods, Alec 
Young. 

The Rt. Hon. Lord Alness, P.C., pro- 
posed the toast of ‘‘ Success to the 
Railway Benevolent Institution.’ He 
said that as a regular patron of the 
railways of this country he felt it a 
pleasure as well as an honour to have 
the toast confided to him. When he 
travelled backwards and forwards be- 
tween Edinburgh and London, he was 
often asked whether he did not find it 
boring to travel by railway during the 
day. But his reply was always “‘ cer- 
tainly not,’’ because there was more 
peace and freedom from interruptions in 
a railway carriage than one could hope 
to obtain at either end of the journey. 

The Railway Benevolent Institution 
was founded in 1858—80 years ago— 
but it showed none of the decrepitude 
associated with old age. Instead of 
being venerable, it continued to be 
virile and vigilant. The acorn planted 
in 1858 had become a great and spread- 
ing oak tree. The institution was today 
a very tower of usefulness and energy. 

The general fund of the institution 
amounted to the substantial—he would 
even say colossal—sum of £1 million 
sterling. During the last year relief 
had been granted from the casualty 
fund to 5,934 persons, and during the 
last five years relief had been granted 
to well over 27,000 members. To those 
figures he would add the sum _ of 
£2,916,000, representing the assistance 
granted by the institution since its 
foundation. The whole system was 
based on the homely virtue of thrift, 
and there had never been a time at 
which the evangel of thrift required 
to be preached more widely than at the 
present. 

Mr. William Whitelaw, the President, 
replying to the toast, said that the 
institution now had over 215,000 rail- 
waymen actually subscribing to its 
fund. In their institution they had the 
co-operation of capital and labour in 
the railway service; and the co-opera- 
tion of England, Scotland, and Ireland. 
He would venture the suggestion that 
the complete union which existed be- 
tween England and Scotland, Northern 
Ireland and the Free State (whose 
modern name he was unable to pro- 
nounce) was a state of affairs which 
existed in no other respect as far as 
he knew in the relations of these coun- 
tries. A magnificent contribution had 
been sent by the Great Southern Rail- 
ways. He was credibly informed that 





this was the outcome of the constant 
personal effort of Mr. Floyd, whom he 
wished most sincerely to thank. 

The institution had to depend to a 
creat extent upon the generosity oi 
the benevolent public. A vast amount 
of public benevolence went to wholly) 
unworthy objects. If the public would 
insist on seeing the audited accounts 
of every organisation to which they 
gave money, they would realise how 
much was being subscribed to schemes 
that were little more than swindles, 
and would find a good many cases in 
which they might give their money to 
more worthy objects. The benevolent 
public was being humbugged day after 
day. 

He desired most cordially to thank 
the benevolent public, traders, and rail 
waymen of all ranks for their splendid 
support and encouragement. He wished 
they could all see the institution’s mag 
nificent orphanage at Derby. It made 
one’s heart happy to see the Railway 
Orphanage, and the splendid work it 
was doing. 

Sir Francis L’Estrange Joseph, 
K.B.E., D.L., a Director of the 
L.M.S.R., proposed the toast of “‘ The 
President.”’ He said that in Mr. 
Whitelaw they had a man possessing 
the sterling and typical British charac- 
teristics—a man who was not afraid to 
speak his mind—and they were glad 
to have him link himself so personally 
with the benevolent side of their insti- 
tution. Mr. Whitelaw never failed to 
play his part, nor did he spare himself 
in his efforts. 

Sir Walter R. Nugent, Bt., Chairman 
of the Great Southern Railways, ex- 
pressed his appreciation of the kind 
references made to his company, and 
said that no man had done more for the 
institution than Mr. Floyd. 

Mr. Whitelaw responded 
the toast. 


briefly i 








PERSIAN RAILWAYS SYNDICATE.- 
A declaration of solvency has_ been 
filed relating to the Persian Railwavs 
Syndicate Limited, which was registered 
as a private company on August 23, 
1911, to acquire, construct, and work 
railways. The authorised capital is 
£300,000 in £1 shares, all of which 
had been issued and fully paid up to 
June 24, 1937. At that date the share- 
holders included Armstrong Whitworth 
Securities Co. Ltd.; David Sassoon & 
Co. Ltd.; I.B.P. Nominees Co. Ltd. ; 
S. Pearson & Son Contracting Depart- 
ment Limited; J. Henry Schroeder & 
Co.; Vickers Limited; and Lloyds 
Bank City Office Nominees Limited. At 
an extraordinary general meeting of the 
company, held at 19, Leadenhall Street, 
E.C.3, on March 18, 1938, a special 
resolution was duly passed : “‘ That the 
syndicate be wound up voluntarily and 


that Messrs. Charles William Barnes, 
Thomas Henry Miller, and Stanley 
Henry Wood, all of 14, Leadenhall 


Street, London, E.C.3, be and they are 
hereby appointed liquidators jointly 
and/or severally for the purposes of 
such winding-up.”’ 
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Paint Research on the L.M.S.R. 


Mr. Frank Fancutt, Paint Technolo- 
gist, Research Department, L.M.S.R., 
read a paper on April 5 to the Institution 

Civil Engineers in London on the 
work of the paint research laboratory 

the L.M.S.R. In 1864, he said, the 
first of the chemical laboratories of the 
constituent companies of the L.M.S.R. 
was opened at Crewe, and, by the end 
of the nineteenth century, they were all 
equipped with some form of chemical 
testing laboratories. In 1932, the 
chemical, paint, metallurgical, and en- 
gineering laboratories of the L.M.S.R. 
were grouped into an _ independent 
Research Department, and the provision 
of a building, opened at Derby by Lord 
Rutherford in 1935, to house the new 
department was the culminating deve- 
lopment. The chemical laboratories are, 
however, still located at the company’s 
main works. 

There is no other single material used 
by the railway of greater importance 
than paint, and, as Mr. Fancutt ex- 
plained, work in the paint laboratory is 
done on behalf of every department of 
the company in one form or another. 
The work of the laboratory is divided 
into three sections, one concerned with 
routine testing and control of supplies 
as well as the problems relating to the 
development and manufacture of clean- 
ing solutions ; the second dealing with 
the development of new processes, prob- 
lems concerned with application, the 
control of trials and the investigation of 
abnormal failures; and, thirdly, the 
research section which concentrates on 
the solution of unusual problems and 
the development of new materials and 
methods of test. The research depart- 
ment co-operates with the paint indus- 
try, and far-reaching developments are 
probable as a result. 

The drafting of paint specifications 
is the responsibility of the paint labora- 
tory, after which they are approved by 
the using and stores departments. 
Mr. Fancutt went on to describe tests 
and methods of control, emphasising the 
importance of physical testing, since the 
properties of adhesion, strength to stand 
up to traffic conditions and abrasions 
and resistance to moisture cannot be 
determined by chemical means. Physical 
testing is achieved by ingenious appa- 
ratus mostly made by the laboratory 
which was described with the aid of 
lantern slides. An investigation is now 
proceeding on accelerated weathering. 
The advantage of the experience gained 
in physical testing has already found out- 
let in the specifications controlling the 
purchase of and supplies of synthetic 
resin enamels for signal arms and syn- 
thetic resin clear varnishes for finishing 
locomotives and carriages. 

After reviewing the qualities and pro- 
perties of oil paints and synthetic paint- 
ing materials, the author described de- 
velopments in the painting of rolling 
stock with particular reference to the 
precautions necessary in handling and 
preparing steel panels for locomotives 
and carriages. The latter are treated 


initially with a panel wash and imme- 
diately thereafter given a coat of paint. 
For locomotive tenders, sand blasting 
and shot blasting are increasingly used, 
as well as treatment with flexible discs 
coated with very coarse carborundum 
paper. 

Generally, in the past more paint has 
been applied to rolling stock than was 
necessary, and as many as 17 coats were 
applied by the L.M.S.R. until ten years 
ago for a railway carriage. The practice 
now standardised after much careful 
research involves the application of 
11 coats and the time required for actual 
painting has been reduced by 30 per 
cent. With this the durability of the 
coating has actually been increased. To 
improve the maintenance of the painted 
surface a waxing composition is applied 
to practically the whole of the loco- 
motive and carriage stock of the 
L.M.S.R. four times per annum, by 
which the life of the paint work has been 
extended by more than 50 per cent. Two 
types of waxing composition are in 
general use, one being applied to the 
rolling stock immediately after it is 
finished in the works, and the other 
after the carriages have been in 
service. 

Experiments are well on the way to 
completion which should lead to a 
further reduction in the number of coat- 
ings through the use of the nitrocellulose- 
synthetic resin process and also through 
modifications of synthetic resin enamels. 
The Coronation Scot train was treated 
with this newest type of finish and ex- 
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perience with it goes to show its super- 
lority. 

The interior decoration of carriages 
has also been carefully studied. Early 
experiments with various types of cellu- 
lose finishes were eventually standard- 
ised and form the basis of the present 
L.M.S.R. cellulose specifications. Newer 
developments have called for the intro- 
duction of quick-drying synthetic resin 
finishes, and combinations of varying 
types of cellulose in conjunction with 
synthetic resins. These show promise 
of producing more durable films and 
lend themselves more readily to reno- 
vation. The question of renovation has 
been the subject of a series of experi- 
ments, the result of which was evolution 
of a refiner that has proved entirely 
satisfactory. An efficient stripping 
material has also been evolved. 

In dealing with the painting of struc- 
tures, Mr. Fancutt emphasised the 
importance of thoroughly cleaning steel- 
work before the application of paint. 
Wire brushing, hammering, and descal- 
ing by pickling, as well as sand blasting, 
shot blasting, and grinding, are the 
methods most favoured. He also em- 
phasised the importance of painting only 
under suitable atmospheric conditions. 
The author concluded with a review of 
paint spraying, and stated that the 
L.M.S.R. is at present using this method 
in the painting of wagons, road vehicles, 
stations, and structures, as well as in 
the application of cellulose finishes in 
the interiors of carriages. The author 
had organised a school for spray painters 
which had fully justified itself, as the 
proper application of this method is of 
vital importance. 








Port Management and Operations at Cardiff Docks 


A lantern lecture on the above sub- 
ject prepared by Mr. B. Carpenter, 
Dock Manager at Cardiff, who was 
absent owing to illness, was delivered 
to the G.W.R. (London) Lecture & 
Debating Society by Mr. W. H. 
Victory, Chief Clerk, Chief Docks 
Manager’s Office on March 17. The 
lecturer first gave a brief survey of the 


development of Cardiff as a port. The 
stages of this development, which 


began with the construction of the 
Glamorganshire Canal in 1794-98, were 
marked by the opening of the West 
Bute dock in 1839; Bute East dock, 
1859; Roath Basin and Roath dock in 
1887; and the Queen Alexandra dock 
in 1907, all undertaken by the Bute 
Trustees. 

The immense increase of business 
made necessary, too, the construc- 
tion of the first Barry dock close by, 
which was opened in 1889, and the 
second Barry dock in 1898. The neces- 
sary legal powers of the dock authority 
were contained in Private Acts, and in 
the Harbours, Docks and Piers Clauses 
Act of 1847. 

Channel pilotage, although not com- 
pulsory at Cardiff, was provided by a 
Pilotage Authority for ships that re- 
quired it. There were further bodies 


of men licensed by the G.W.R. to 
assist ship masters during movements 
in the locks and docks, to attend to 
ships’ mooring ropes, and to act as 
temporary crews in port. 

The main cargoes imported in bulk 
were iron ore, pitwood, and pit props, 
sawn timber, grain, and iron and steel 
semi-manufactured material. There 
were also, of course, large imports of 
general merchandise, including every 
kind of food. Two activities peculiar 
to Cardiff were the import of cattle 
from Canada, for which an extension 
to the lairs had been carried out, and 
the fishing by a fleet of trawlers based 
on the port. 

The principal commodity exported 
was coal as cargo or fuel; 5,429,848 tons 
were shipped during 1937. A cargo of 
8,000 tons might be composed of thirty 
or forty varieties of coal and great care 
was necessary to ensure that the kinds 
specified by the traders were shipped 
in the correct order. 

On the financial side of the business, 
the revenue came mainly from two 
kinds of charges: dues on ships for 
accommodation, and dues on goods for 
the facilities for import and export. 
About 160 firms had premises on the 
Cardiff Docks estate. 








Progress of Bills 


The Bombay, Baroda & Central India 
Railway Act, 1938, received the Royal 
Assent on March 30. 

The London Passenger Transport Bill 
was read in the House of Commons a 
second time on March 31. 

The Blackpool Improvement Bill was 
read the third time and passed in the 
House of Commons on March 25. _ It 
was read a first time in the House of 
Lords and referred to the Examiners 
on March 30. 

The Southern Railway Bill is now un- 
opposed, and the only petition remain 
ing against the London & North 
Eastern Railway Bill is that of the 
Wallsend Corporation against the addi- 
tional provision which the examiners 
have allowed to be inserted. 


L.M.S.R. Bill 


The London Midland & Scottish 
Railway Bill was considered on Report 
on April 5. 

Colonel L. Ropner (Barkston Ash— 
C.)—moved the following new clause: 

[ke provisions of this Act shall not 
come into operation until the Minister of 
Transport shall have issued a certificate 
to the effect— 

(a) that he is satisfied that the company 
has released its agents from any agree 
ments, whether oral or in writing, which 
prevent such agents from providing book 
ing facilities for persons desiring to travel 
by any: lawful air service in Great Britain, 
whether or not such service is in com 
petition with another air service in which 
the said company is financially interested 
und 

b) that he has received a_ written 
assurance from the company that they 
will not. during the next ten years, pro 
cure the giving by any agent (whether 
for a consideration or not and whether 
orally or in writing) of any such under 
taking as would, if it were legally binding 
on the said agent, impose upon him an 
obligation only to book passengers for 
certain specified air services. 

He said that the object of the new 
clause was to give some Minister power 
to insist that the railway companies- 

in that case the London Midland & 
Scottish Railway Company—should re- 
move the ‘‘ ban’”’ on bookings which 
they imposed on agencies in the case 
of air line companies. An important 
part of the ordinary business of the 
agencies was the sale of railway tickets 
The London Midland & Scottish Rail 
way Company, together with other 
railway companies, had informed the 
agencies that if they sold to the publi 
tickets for air travel either on internal 
air lines, or even for foreign destina- 
tions, the railway companies would 
withdraw from the agencies the privi- 
lege of disposing of railway tickets. 
't was true that in the case of some 
air lines special concessions had been 
made—by the London Midland & Scot- 
tish Railway Company in the case of 
Allied Airways. If he were tempted to 
inaugurate and run an air line in that 
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part of the country which was served 
by the London Midland & Scottish 
Railway Company he would find that 
every agency would be closed against 
him. He asked when the ban would 
be lifted on the service to Ireland. 
This line was maintained on a _pool- 
ing basis by an English and an Irish 
company. The Irish company. was 
owned, he understood, by the Govern- 
ment of Eire, and over there even the 
railway companies themselves were 
prepared to sell tickets for air travel. 
But in this country they could not 
buy from any agency a ticket for fly- 
ing to Ireland. 


The Speaker said that that argu- 
ment affected all the railway com- 


panies, and not simply one company. 
He was very doubtful whether the 
new Clause was in order. It was very 
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doubtful whether the railway company 
could fulfil the condition laid down in 
the first part of the new Clause which 
sought to impose certain restrictions in 
contracts. He thought it was very 
doubtful whether such a condition was 
relevant to the new Clause. He did 
not think it was. Therefore, he would 
have to rule that part of the Clause 
out of order. With regard to the 
second part, he doubted whether the 
railway company could fulfil that con 
dition if it were imposed. Therefore, 
he must rule the Clause out of order. 

The motion that the Bill be ordered 
to be read the third time was agreed to. 

The commercial attitude of the 
L.M.S.R., and of British railway com- 
panies in general, towards air-travel 
bookings by railway agents, was ex 
plained in The Times yesterday by Sir 
Josiah Stamp. In next week’s issue of 
THE RatLway GAZETTE we hope to pub 
lish his letter in full.—Eb. R.G.] 








Commercial Research in the Railway Service 


(See editorial note on page 698) 


Mr. J. R. Pike, Research Assistant 
to the Chief Commercial Manager, 
L.M.S.R., read a paper on ‘‘ Commer- 


cial Research in the Railway Service ’ 
to the Hull Traffic Association on 
March 21. Two films were shown in the 
course of his talk, one of them to illus- 
trate how the L.M.S.R. Research De- 
partment uses the evidence of the 
cinema camera in studying the beha- 
viour of vehicles under test conditions. 

The L.M.S.R. commercial research 
branch, Mr. Pike explained, was a sec- 
tion in the Chief Commercial Manager’s 
Department, formed to examine specific 
questions propounded by officers of the 
ompany or by its own personnel which 
lay beyond the scope of the normal de- 
partmental organisation. It was 
equipped to bring to bear all the avail- 
able data on a given subject, and to 
apply to the existing mass an analyti- 
cal survey, supported as far as neces- 
sary by practical experiment. 

An important form of inquiry under- 
taken was the traffic survey, which in 
effect was the survey of a particular 
trade or industry with special reference 
to its transport needs. The investiga- 
tion was conducted on the principle 
that the more that was known about a 
customer’s business, the better the rail- 
way could serve him. Information so 
obtained was circulated throughout the 
system for the use of the officials re- 
sponsible for the company’s commer- 
cial interests. Special attention was 
devoted to the reactions upon transport 
and the relations between trader and 
carrier involved by Government 
marketing schemes. 

Commercial research at times linked 
up with the work of the scientific re- 
search department, as in the study. of 
low-temperature transport for perish- 





able commodities. The question of how 
far inland transport was conforming to 
current standards of hygiene in the 
preservation of such goods had been 
studied jointly by the two depart 
ments. Among examples of how perish 
able traffic by rail had improved with 
the introduction of new equipment for 
its handling, Mr. Pike mentioned a 
fourfold increase in the amount of 
cream conveyed from Northern Ireland 
to London; and an increase of over 
100 per cent. during two years in the 
summer kipper traffic to London from 
the Kyle of Lochalsh 

Mr. Pike outlined the research work 
leading to the development of road-rail 
tanks for bulk haulage of liquids (illus 
trating this section of his paper with 
a film); and also described the investi 
gations to eliminate the causes of 
breakages to goods during rail trans 
port. The latter study had led to the 
design of shock-absorbing wagons (de 
scribed in THE RatLway GAZETTE of 
August 20, 1937). Here Mr. Pike exhi- 
bited a film made by the L.M.S.R. 
commercial research branch to examine 
the behaviour of such wagons under 
severe shocks Methods of stowing 
goods had also been improved by re 
search, and the use of movable parti- 
tions in wagons to separate fragilc 
goods from heavier articles liable to 
crush them had been developed. 

In the passenger department, re 
search had led to the development of 
improved methods for the booking and 
location of reserved seats; and the re- 
organisation on centralised lines of the 
L.M.S.R. telephone enquiry service in 
London. The scope of research was de 
scribed by Mr. Pike as being limited 
only by the horizon of the commercial 
activities of the L.M.S.R. Company. 
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NISTRY OF TRANSPORT ACCIDENT REPORT 


Euston, L.M.S.R.: November 10, 1937 


At about 11.22 p.m. the empty 
coaches to form the 12.40 p.m. to 
Glasgow (St. Enoch), were turned into 


platform 15 instead of 13, by a mis- 


understanding, and collided with the 
11.45 p.m. to Glasgow (Central) at 


about 10 to 15 m.p.h.; 23 persons were 
injured. The stationary train, waiting 
for its engine, had 13 bogie coaches, of 
which 8 were sleeping cars, and the col- 
liding train was also of 13 _ bogie 
coaches, including 4 sleeping cars. The 
stationary train was not derailed but 
all its coaches were damaged. Eleven 


pairs of wheels left the rails in the 
ther train, and all but two coaches 
were damaged. The night was fine 
with a little mist. Lt.-Colonel E. 


Woodhouse conducted the inquiry. 

[Three signal boxes were concerned, 
Euston No. 2, at the station entrance, 
Euston No. 3, controlling the non-pas 
enger lines only, and Euston No. 4. 
The signals concerned were: No. 3 
home; a group of signals belonging to 
No. 2 box, one of which leads to plat 
form 138 and a middle road, and 
another to platforms 14 and 15 and 
engine sidings; these are preceded in 
the locking by a two-arm dwarf signal, 
the lower arm leading to the last men- 
tioned platforms and sidings. Block 
working is in force. The colliding train 
approached on No. 1 up engine line. 

rhe order in which up empty trains 
and engines reach the station is apt to 
vary, and from No. 4 box, where they 
converge to the up engine line, to No. 2 
box an empty train may precede one 
day, and on another follow the light 
engine booked to work a_ particular 
down train. A train or engine may also 
be held by No. 3 box to allow a train 
from the stabling sidings to precede it. 
The bell signal for empties is 2-2-1; that 
for a light engine 2-3. 

If engines leave Camden shed in 
proper sequence, particulars of the 
train they are to work, although tele- 
phoned to No. 4 box by the fireman, 
are not passed on to No. 2 box, by 
arrangement between the signalmen, 
the telephone line being often in use 
for other purposes. Signalman Hill, 
No. 4 box, thought the engine for the 
11.45 p.m. train must have left about 
the correct time. Discrepancy between 
booked and actual times was usually 
some 5 min. either way but as much 
as 20 min. early or 10 min. late had 
been known. Signalman Lambert, No. 
3 box, said the empties were correctly 
described by the 2-2-1 bell signal 
which he offered to No. 2 box, whence 
it was repeated to him almost at once. 
Had it been incorrectly repeated he 
would have sent it again. Signalman 
Archer, No. 2 box, knew the 11.45 p.m. 
train was waiting for its engine. He 
was positive he received a 2-3 bell 
signal and acknowledged it as such. 
He set the road and lowered signals 
for No. 15 platform but realised a mis- 
take had been made when he saw the 
headlights approaching. It was then 


2 
3 


too late to do anything as the train 
had practically reached the dwart 
signal. He had no time to reach his 


lamp, but shouted to the driver with 


out success. Archer confirmed Hill’s 
statements regarding the use of the 
telephone. The bell occasionally rang 
unnoticed, owing to noise or other 


causes; an indicator might, he thought, 
be of some assistance. The omnibus 
circuit was much used for messages to 
the Marshalling Inspector. Confusion 
between bell signals did occur occa- 
sionally. 

Driver Hayward, of the empty train, 
was not surprised to see signals lowered 
for No. 15 platform; train allocations 
were sometimes changed by the station 
staff. He saw nothing of the other 
train, owing to the curve, but his fire- 
man called to him to stop. His speed 
was the usual one. Fireman Bolton 
saw the stationary train by the light 
of the platform lamps and, with Hay- 
ward, thought it had no tail light, but 
other evidence suggested that it had. 


Inspecting Officer’s Conclusions 

Driver Hayward is not regarded as 
responsible in any way. The accident 
came about through misinterpretation 
of block bell signals. Archer’s and 
Lambert’s statements are in direct con 
flict. In the absence of independent 
evidence it is not possible to determine 
which was at fault, or whether both are 
to blame; responsibility must be shared 
between them. Both are thoroughly 
experienced, have worked for 8 and 6 
years respectively in the boxes con 
cerned, and have good records. 

The occurrence illustrates the need 
for precision in block bell signals. 
Several ‘‘ Is line clear?’’ signals in the 
standard code consist of five beats, 
variously sub-divided by pauses. Con- 
fusion is bound to occur at times, 
especially if care is not exercised; 
acknowledgment by repetition is not 
an absolute safeguard, for the man who 
originates a signal expects to have it 
repeated to him in the same form, and 
may occasionally be predisposed to 
accept an incorrect repetition. In 
general, this entails no particular risk, 
but at the entrance to a terminal a mis- 
take may lead to a train being turned 
into a platform where there is room for 
only a light engine. Steps have now 
been taken to prevent this in future at 
Euston, by a special ‘Is line clear 
for light engine?’’ signal between Nos. 
3 and 2 boxes. 

The misunderstanding would prob- 
ably have been avoided had it been the 
practice to notify No. 2 box by tele- 
phone of the movement past No. 4 box 
of all light engines on their way to the 
station, but the arrangement whereby 
such messages are restricted to engines 
leaving the shed out of course should 
not necessarily be condemned.  In- 
formation whether an empty train or a 
light engine is approaching can reach 
the signalman at No. 2 box only by 
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means of the block bell signals ex- 
changed with No. 3 box, and any 
message from No. 4 box can only be 
supplementary. Nevertheless, it is 
undesirable that messages, when they 
become necessary, should be delayed 
by having to pass over a fairly busy 
omnibus circuit. The company should 
be asked to consider the advisability of 
providing a direct line. 

At No. 3 box the block bell keys are 
placed unusually high; a man of 
medium stature may have some diffi- 
culty in handling them with the neces- 
sary precision. It is recommended to 
consider the practicability of lowering 
them. If information that No. 15 plat- 
form was occupied had been given to 
Driver Hayward by a calling-on arm, 
he would almost certainly have thought 
one or two vehicles were standing 
against the buffer stops; he would have 
entered the station at his usual speed, 
never expecting to be turned into a 
platform occupied for its full length. 

The only arrangement effective in the 
circumstances would be signals having 
three ‘‘ proceed ’’’ aspects indicating a 
platform line clear up to the buffer 
stops, or occupied for a portion only 
of its length, or that it must be entered 
‘vith extreme caution, e.g., when there 
is only room for an engine. When the 
alterations to Euston take place the 
above principles should be followed, as 
they have lately been at other terminal 
stations. 

Damage to. the coaches, instead of 
being concentrated near the point of 
impact, and serious, was distributed 
fairly evenly throughout and _ was 
nowhere enough to cause severe 
personal injury. To some extent this 
was doubtless due to their being of 
more or less uniform construction and 
weight, but the value is_ shown, 
especially in low-speed collisions, of 
modern buffers having large faces and 
springs giving graduated resistance. 








NATIONALIST GOVERNMENT’S /{1# 
MILLION ROLLING Stock CONSTRUCTION 
PROGRAMME IN SpaIn.—The Spanish 
Nationalist Government has issued a 
Decree empowering the Minister of 
Public Works to purchase, over a 
period of years, 3,000 wagons, 120 
coaches, and 30 railcars, estimated to 
cost 64} million pesetas, or about 
£1,290,000. Also spare parts to the 
value of 4 million pesetas (£80,000), and 
200 miles of permanent way costing 
20 million pesetas, or, say, £400,000. 
In the current year, the maximum sum 
to be spent will be 3 million pesetas 
(£600,000), and in the ensuing years 
a maximum of 434 million pesetas 
(£850,000) may be spent in any one 
year until the whole programme has 
been completed. This new programme 
is supplementary to the locomotive 
construction plan, decreed on June 15, 
1934, which will be continued in 
accordance with contracts already in 
force, involving an expenditure of 
60 million pesetas (£1,200,000) in six 
annual instalments, according to a 
Reuters message from Burgos. 
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RAILWAY AND OTHER MEETINGS 


Associated Electrical Industries Limited 


The annual general meeting of Asso- 


ciated Electrical Industries Limited 
was held at Bush House, London, 
W.C.2, on April 1, Sir Felix J. C. 
Pole, Chairman of the company, 


presiding. 

[he Secretary (Mr. R. C. Haviland) 
read the notice convening the meeting 
and the auditors’ report. 

The Chairman, in moving’ the 
adoption of the report and accounts 
drew attention to a small increase in 
the stock issued, namely, £593 of 
preference stock and £1,484 of ordinary 
stock, accounted for by the exchange 
of Associated Electrical Industries 
stock for the preference and ordinary 
shares of the Edison Swan Electric 
Company. That transaction was com- 
pleted last year, and their company 
now owned the whole of the capital 
of the Edison Swan Electric Company. 

The profit and loss account showed 
depreciation of £217,756, an increase 
of £68,182. This related only to the 
works and plant of the Metropolitan- 
Vickers Electrical Co. Ltd., which had 
been maintained in first class con- 
dition; also there had been extensive 
improvements to increase their 
efficiency and _ productive capacity. 
During the last three years the Metro- 
politan-Vickers Company alone had put 
to depreciation of plant a total of 
£459, 162. Another substantial item 
was that of income tax and National 
Defence Contribution, £380,759, an in- 
crease on the previous year of £113,185, 
or 42 per cent. The National Defence 
Contribution was responsible for a 
large share of the increase although it 
affected only 9 months, so that the 
proportion of this tax would be greater 
for a full year. 

Profit made during the year, includ- 
ing dividends from subsidiary com- 
panies, which dividends in the aggre- 
gate, were less than the profits earned, 
amounted to £1,290,008, an increase 
of £234,384. After deducting depre- 
ciation and taxes there remained a 
balance of £691,493, to which had to 
be added £176,118, the amount carried 
forward from the previous year, mak- 
ing the total profit available for dis- 
tribution £867,611. From this there 
had been appropriated £100,000 to a 
special reserve, and £100,000 to divi- 
dend equalisation account. After pro 
viding for the dividend on preference 
stock £78,458, there remained 
£589,153, and the directors recom- 
mended a dividend on the ordinary 
stock at the rate of 10 per cent. per 
annum, less tax, leaving a balance to 
be carried forward of £220,015. Sub- 
sidiary companies contributed about 
half the amount proposed as dividend. 

Special attention was drawn to the 
very strong position of the company in 
respect of reserves, both capital and 
general, as shown in the consolidated 
balance sheet. These two accounts had 


increased by £318,015 to the substantial 
total of £2,788,738, which was equal to 
rather more than 56 per cent. of their 
ordinary capital. The special reserve of 
£100,000 had been made in connection 
with the establishment of improved pro- 
vision for pensions. It had been decided 
to establish a pension fund for their 
group. This fund would be contributed 
to by the subsidiary companies, by 
the members of the staff who would 
receive benefits under it, and by their 
own company, its first contribution 
being the £100,000 which had been put 
to special reserve in the _ present 
accounts. 

The other important account was the 
dividend equalisation account. The 
dividend record for the 10 years to the 
end of December, 1936, showed that 
the lowest dividend paid in that period 
was 3 per cent. and the highest 10 per 
cent., and the directors felt it sound 
policy to establish a fund which would 
be drawn upon in the future, should 
the need for such a course arise, in 
order to keep dividends on a more even 
basis. 

The report showed that orders re- 
ceived during 1937 as well as orders 
in hand at December 31 last showed a 
substantial increase over those for 1936 
and constituted a record. As a matter 
of fact all previous records had been 
broken, as would be apparent from the 
fact that their group now had 41,721 
employees (not including those absent 
for sickness or any other cause). This 
was almost twice as many as at the 
lowest period of the slump, and was to 
be associated with the fact that the 
value of orders received last year was 
appreciably more than double the total 
for the year 1933. The record output 
had naturally called for a great deal of 
hard work, and very hearty thanks 


- were due to all employees. The officers, 


staff and employees of all grades and 
departments had arisen magnificently 
to the demands upon them and they 
thanked them heartily for their valu- 
able services. 

As they were aware, their company 
owned the assets of the Metropolitan- 
Vickers Electrical Company, and there- 
fore he usually mentioned some of the 
outstanding points affecting that com- 
pany. In the first place, they were co- 
operating closely with the Government 
in connection with the munitions pro- 
gramme. They had undertaken impor- 
tant munitions contracts, and had also 
placed their research facilities at the 
disposal of the Government, but they 
had in no way prejudiced their capacity 
to execute home and export orders. 

Large orders received included one 
from the Victoria Falls & Transvaal 
Power Company for four more 33,000- 
kW. turbo-alternator sets for the Klip 
River power station. This company 
had previously ordered eight of these 
sets, so that when the station was com- 
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pleted there would be twelve sets all 
of Metropolitan-Vickers manufacture, 
and it would be unique in being the 
only power station in the _ world 
equipped with twelve 33,000-kW. sets 
of the same design. They had received 
an order for another 100,000-kW. turbo- 
alternator set for the London Power 
Company’s Battersea station, also a 
large repeat order for switchgear for 
the sare station. 

The South African Railways ordered 
42 locomotives similar to the 120 pre- 
viously supplied by the Metropolitan- 
Vickers Electrical Company. The rail- 
way officers who were responsible for 
operation, spoke in glowing terms of 
their performance and _ reliability. 
Another very important railway order 
was for the L.N.E.R. for the electrical 
equipment for 70 mixed traffic locomo- 
tives required for the Manchester— 
Sheffield electrification, a notable step 
in the history of the railways of this 
country, as this would be the first sec- 
tion of main line to be worked wholly 
by electric locomotives. Sheffield works 
had benefited from a large influx of 
orders for trolleybus equipment. Also 
in that works they were now manufac- 
turing battery vehicles on a commercial 
scale. 

The Central Electricity Board placed 
a considerable amount of business with 
the company, and they hoped to re- 
ceive many more orders from them 
having regard to the continued growth 
of output from authorised supply 
authorities. Last year the advance was 
2,684 million units, or 13-3 per cent., 
constituting another record. 

Reviewing the past year he might 
say in a sentence that it was notable for 
the large number of orders for turbo- 
alternator sets, switchgear, trans- 
formers, &c., for use at home and over- 
There was a notable increase in 
export business. In Poland, _ the 
Warsaw Junction Electrification 
Scheme was completed last year and 
the official opening of the final section 
took place in December in the presence 
of the Vice-Prime Minister, the Vice- 
Minister of Railways, and officials of 
the Polish State Railways. The first 
section of the electrification of the 
Central Railway of Brazil had been 
put into commercial service, the in- 
auguration ceremony having taken 
place on July 10 last, in the presence 
of the President of the Republic. The 
electric trains were working well and 
the improved service given was greatly 
appreciated. The extensive signalling 
equipment forming part of the electri- 
fication scheme installed by the General 
Railway Signal Company was manufac- 
tured at Trafford Park. 

To maintain its pre-eminence in en- 
gineering technique entailed for the 
company much expenditure on engin- 
eering development and research. The 
Research Department had met all the 
demands made upon it, but the com- 
pany had had to increase its research 
laboratories, and extensions now in 
course of construction would very con- 
siderably increase their accommodation. 
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From what had been said at previous 
annual meetings, they would be aware 
that the company attached great impor- 
tance to export business, and to the 
value of making personal contact with 
yverseas customers. This year Mr. 
Lusk had visited Egypt, and he (the 
Chairman) had been to South Africa, 
ind both returned feeling that their 
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time had been very well spent. For 
some years past they had done a very 
large business in South Africa, includ- 
ing winders for mines, generating 
station equipment, and railway electri- 
fication. 

The report and accounts were unani- 
mously adopted. 

Mr. E. H. W. Cooke moved a vote of 


British Automatic Co. Ltd. 


[he annual general meeting of the 
British Automatic Co. Ltd. was held 
it Winchester House, Old Broad Street, 
London, E.C., on April 5, Major 
R. D. K. Curling, M.C., Chairman and 
Managing Director, presiding. 

The Secretary (Mr. William A. 
Ballard) read the notice convening the 
meeting and the auditors’ report. 

The Chairman, in moving the adop- 
tion of the report and accounts, said 
that on the assets side of the balance 
sheet machines and fittings at £398,159 
showed an increase of £9,515, which 
was made up of the net additions dur- 
ing the year £11,654, less amounts 
written off in respect of machines 
scrapped £2,139. Stocks of sweetmeats, 
stores, &c., were higher at the end of 
1937 by £3,245, and this was due to 
the larger stocks of chocolate, sweet- 
meats, cigarettes, etc., being carried at 
their depots and in their agents’ hands, 
in order to meet the demand of in- 
creased sales. Investments showed a 
reduction of £18,373 due to realisation 
and changes in their investments during 
the year, and also because an amount 
of £4,500 had been transferred from 
contingency reserve to investment re- 
serve to cover a depreciation in the 
market value of the company’s invest- 
ments as at the end of the year. 

Dealing with the profit and loss 
account, the Chairman said that for 
the year to December 31, 1937, the 
net profit, subject to depreciation of 
automatic machines, amounted _ to 
£48,309, being an increase of £7,243 
over the profit of £41,066 for the 
previous 12 months. To the year’s 
profit of £48,309 should be added the 
balance of the profit and loss account 
brought forward from 1936—£6,031, 
making a total of £54,340 from which 
they had allocated £30,988 to deprecia- 
tion and renewals account. This left 
a balance of £23,352, from which they 
recommended the payment of a divi- 
dend of 4 per cent. free of tax, which 
compared with 3} per cent. free of 
tax paid for 1936. This would absorb 
£16,000, leaving £7,352 to be carried 
forward. 

In considering the improvement 
of £7,243 in, the net profit, they 
must remember that during the early 
part of the year at the time of the 
Coronation celebrations, the amount of 
travelling by the general public in- 
creased considerably, and from this 
their machines benefited substantially 
in revenue. The London bus strike 
at the same time caused further large 


numbers of people, who ordinarily 
travelled by bus, to travel on tubes 
and railways, and this too helped their 
machine receipts. 

In November last the company com- 
pieted 50 years of trading. The busi- 
was originally started in July, 
1886, by two gentlemen named Hore 
and Frampton. They began operations 
by placing out wooden automatic 
machines, then known as_ chocolate 
boxes, on railway stations. The first 
of these was installed on Mansion 
House station on the Metropolitan Dis- 
trict Railway, in July, 1886. 
at that time consisted of only five men 
and a boy, whose total weekly wages 
amounted to £7, whereas today their 
staff comprised over 6,000 employees 
and agents in the British Isles, Eire, 
and Belgium. In November, 1887, the 
business was converted into a_ public 
company, with a capital of £100,000. 
During the first nine months of that 
company’s trading, 452 machines were 
installed on railway stations in and 
around London. Today they had 
nearly 50,000 machines in operation, 
from which they now took more money 


ness 


in one week than their predecessors 
collected in the first 12 months of their 
trading. 

The company was continually im- 


proving its existing machines and pur- 
chasing new ones, keeping them as 
attractive and up-to-date as possible. 
They did everything in their power to 


give in every way the best value for 
money, and he felt convinced that 
their efforts in these directions had 


undoubtedly helped them to achieve 
the better results which had _ been 
obtained. 

They would have noticed during 
recent years that the company had 
placed a large number of new and at- 
tractive automatic machines on the 
more important railway stations and 
other sites. These machines were ex- 
pensive, and their purchase could only 
be justified on sites where large numbers 
of people congregated. To equip all 
stations and sites with such machines 
would not be an economic proposition, 
as the profit on a penny was micro- 
scopic, and it took a very large number 
of sales to justify the installation of an 
expensive machine. 

Their friendly relations with the rail- 
way companies continued, and he 
wished to record their appreciation of 
the helpful way in which the officers 
of the railways had at all times met 
them. 


The staff 


731 
thanks to the Chairman, Managing 
Director, and _ directors. He could 
claim to know a little of the inside 


working of this great concern, the 
management of which required constant 
and intensive effort. 

The vote was carried by acclamation, 
and the Chairman replied briefly on 
behalf of his colleagues and himself. 


Before putting the resolution, the 
Chairman expressed his sincere thanks 
to all his colleagues on the board, who 
had so ably assisted him during the 
past year, and also placed on record 
his appreciation of the efforts of the 
General Manager, Mr. F. L. Timmins, 
and his staff who had worked un- 
ceasingly in the interests of the com- 
pany, and helped them to attain 
another successful year. 

The report and accounts were unani- 


mously adopted and the dividend 
declared. After Mr. E. S. Lennie 
had been re-elected a _ director, the 


meeting closed with a vote of thanks 
to the directors and staff moved by a 
shareholder. 








Staff and Labour Matters 


Holidays with Pay 

Under a recent agreement 41,000 Not- 
tinghamshire miners will receive a 
week’s holiday with pay this year. The 
scheme provides for holiday pay of £3 
for married men, including widowers; 
£1 10s. for single men over eighteen 
yeass of age and £1 for boys of eigh- 
teen years and under. Provision is also 
made for a pension scheme, but details 
are not yet complete. 

Railways and the Baking Trade 

In The London Gazette for April 1 


Mr. Ernest Brown, Minister of Labour, 
gives notice of his intention to make a 


Special Order applying the Trade 
3oards Acts, 1909 and 1918, to the 
baking trade. In the draft Special 


Order issued by the Ministry of Labour 
the definition of the baking trade is 
stated as:— 

(1) The making of bread, pastry, and 
flour confectionery, and work incidental 
thereto; 

(2) the making of other articles of food 
and work incidental thereto in an under- 
taking, or branch or department thereof, 
mainly engaged on one or more of the 
operations specified in paragraph (1); 

(3) the sale and distribution of any of 
the articles of food referred to in the pre 
ceding sub-paragraphs by a worker who in 
the same week is also engaged in any of 
the work specified in those sub-para- 
graphs. 

The railway companies are excluded 
from the provisions of the Draft Order 
which lays down that operations which 
are not operations in the baking trade 
are, amongst other things, the making 
of any of the articles of food referred to 
above by a railway undertaking for 
consumption on its trains, restaurant 
cars, ships, or premises. 
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NOTES AND NEWS 


New G.W.R. Halt at Liddaton. 
On Monday, April 4, a new G.W.R. halt 
was opened at Liddaton, between 
Lydford and Coryton on the Plymouth, 


Tavistock, and Launceston branch. 
L.N.E.R. Derailment near Glas- 


gow. 
train was derailed near Uddington West 
station, L.N.E.R., on April 4. All 
coaches were derailed, but no one was 
injured 


Collision in Southern Rhodesia. 
\n express from Bulawayo to Johannes- 
burg collided head-on with a goods train 
between Plumtree and Isessebe, on the 
border between Jechuanaland and 
Southern Rhodesia, on April 4. The 
accident occurred at midnight, during a 
heavy storm. Twenty-eight persons are 
reported to have been killed, including 
the drivers and firemen of both trains, 
and fifteen injured. 


Institution of Electrical Engineers 
Summer Meeting._.The summer 
meeting of the institution will be held 
in the area of the South Midland Centre, 
with headquarters at the Grand Hotel, 
Birmingham, from July 4 to July 8. 
Visits have been arranged to the Hams 
Hall power station, and to the works 
of the General Electric Co. Ltd., the 
British Thomson-Houston Co. Ltd., the 
\ustin Motor Co. Ltd., and the Stour 
port generating station 


Re-opening of Rail Communica- 
tions between Poland and Lithuania. 

Details of the resumption of railway 
traffic after the 18 vears’ interruption 
between Lithuania and Poland—as well 
as air, telephone, and telegraph com 
munications—were arranged in an agree 
ment reached by officials of the two 
countries on March 26 at Alexandrow. 
Three frontier railway stations are to be 
built, and two air routes between Vilna 
and Warsaw will be arranged, according 
to a Reuters message. 

Lincoln Gold Medal for Welding. 

\ board of awards, composed of 
Messrs. H. L. Whittemore (Chairman), 
G. T. Horton, and A. G. Oehler, has been 
formed to select the recipient of the 
Lincoln Gold Medal for Welding for 
1938. The donor is Mr. J. F. Lincoln, 
President of the Lincoln Electric Com- 
pany, and the purpose of the award 
is to encourage the presentation before 
the American Welding Sox iety of 
papers which are effective in promoting 
the use of welding. 

An interest- 
advertised by 
with the 


A Ship Canal Cruise. 
ing excursion is being 
the L.M.S.R. in connection 


forthcoming Easter holidays. On 
Saturday night, April 16, a train will 
leave Euston for Liverpool, where 


passengers will be allowed sufficient 
time to explore the city and docks. At 
1.0 p.m. on Sunday they will embark 
from Princes Stage on the Liverpool & 
North Wales Steamship Company’s 
motor vessel St. Silio for a 6-hour cruise 
up the Manchester Ship Canal to 


\ Glasgow-Hamilton passenger 


Pomona Dock, Manchester. The return 
train for London will leave London Road 
station, Manchester, at 11.25 p.m. 
Tickets for this excursion, which can be 
obtained from Euston station booking 
office only, are priced 20s. 
Fatal Accident in Jugoslavia. 

A Belgrade-Sarajevo train 
was derailed on April 3, near Sargan, by 
a rock which had fallen on the Jine, and 
three carriages fellover a precipice. Six 
persons were killed and several injured. 


passenger 


International Management Con- 
gress.—The seventh International 
Management Congress will be held in 
Washington from September 19-23. 
British participation in the congress is 
in the hands of the Congress Committee 
of the British Management Council, the 
Chairman of which is Mr. R. M. Holland- 
Martin, Chairman of the Southern Rail- 
way. After the congress, tours have been 
arranged to New England, the Central 
Atlantic Coast States, and the Middle 
West. 

English Abolished on Railways 
Controlled by Japanese in China.— 
\ Reuters message from Shanghai, 
states that all sign and name boards in 
English on railway stations in the areas 
of China occupied by the Japanese are to 
be removed, and the Japanese language 
substituted. English has been used for 
the past 25 years for the convenience 
of European travellers who cannot 
understand Chinese characters. In spite 
of protests, the Japanese have so far 
refused to reconsider their decision, 
which comes into effect at once. 

Belgian Railway Economies.— 
Owing to the unsatisfactory financial 
position of the Belgian National Rail- 
ways, attributed largely to the growing 
competition of road and water transport, 
and the necessity under which the 
company is compelled to provide free 
services to Government departments, 
it has been decided to raise fares by 
about 5 per cent., to postpone certain 


works, and to curtail the speed of 
certain trains, such as excursion and 
cheap fare trains, especially when 


passenger traffic is heavy. This curtail- 
ment will not affect the existing ordinary 
fast trains. 

Acquisition of Swedish Private 
Railways.—The Swedish Government 
is proposing to the Riksdag the pur- 
chase of the shares in several private 
railway companies, says Reuters Trade 
Service from Stockholm. These rail- 
ways, however, after an eventual pur- 
chase, will be run temporarily as enter- 
prises independent of the other lines in 
the State railway system until a report 
is available from the committee ap- 
pointed in 1936 to examine the question 
of the entire taking over of the private 
railways in Sweden by the State. The 
lines it is proposed to take over are 
the following: Halsingborg-Hassleholm 
Railway (length 122 km.) ; Landskrona- 
Halsingborg Railway (60 km.); Kal- 
mar Railways (195 km.); and Géafle- 
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Ockelbo Railway (38 km.). The total 
cost of the acquisition of all these com- 
panies will be kr. 9,540,000. The Rail- 
way Board also considers the purchase 
of the railways advisable from the poin 
of view of the proposed electrification 
of the Halsingborg and Landskrona 
lines. The total length of all the private 
railway lines in Sweden at the end of 
1934 was 9,378 km., and that of the 
Government-owned system 7,446 km 
Address Change.—Peter 
Co. Ltd. has removed to Romney, 
House, Tufton Street, London, S.W.1 
The telephone number is Abbey 4393. 
Pullman Car Co. Ltd.—A petition 
presented to the High Court of Justice 
on February 15 for confirming the 
reduction of the capital of the Pullman 
Car Co. Ltd. is directed to be heard 


Lind & 


before Mr. Justice Bennett in the 
Chancery Division on Monday, April 11. 

Institute of Transport Annual 
Congress.—The congress of the insti- 


tute this year will be held in Edinburgh 
from May 18 to May 21, with its head- 
quarters and rendezvous at the North 
British Station Hotel. The President 
will open the proceedings at 2.45 p.m., 
on May 18, and in the evening there will 
be a reception by the Lord Provost, 
Magistrates, and Council of Edinburgh. 
Among the papers to be presented is one 
by Mr. George Mills, Divisional General 
Manager, Scottish Area, L.N.E.R., on 
‘’ The Price of Transport.’’ An inspec- 
tion will be made of the new signalling 
and control system at Waverley station, 
L.N.E.R. 


First Half of New China-Jehol 


Railway Opened.—In our issue of 
November 12 last, on page 818, we 
announced that the Japanese were 


building a new strategic line of railway 
to link up Peiping (Peking) directly 
with Jehol in Manchukuo. On April 1, 
the 60-mile section of this line in 
Chinese territory from Tungchow—the 
terminus of a former 12-mile branch 
line running eastwards from Peiping- 
to Kupeikow, on the Great Wall and 
Jehol border, was officially opened. 
The remainder of the line in Jehol 
territory from Kupeikow to Jehol City 
is under construction. When completed 
this new railway link will form an 
alternative connection to the Peiping- 
Mukden line between Peiping and 
Manchukuo. 

Improving L.M.S.R. Goods Sta- 
tions.—The L.M.S.R. is to modernise 
the goods stations at Soho and Tipton, 
between 3irmingham and Wolver- 
hampton, where a large business asso- 
ciated with the heavy industries is 
dealt with. These schemes will also 
afford considerable relief to traffic 
sidings elsewhere in the district, by 
reason of the increased capacity of the 
Soho and Tipton sidings. At Soho, the 
shed will be altered to 
permit of 15 road vehicles being loaded 
under cover. An _ improved layout 
will give a net increase in capacity of 
41 wagons; a new loading dock will 
be constructed, a 10-ton electric goliath 
crane installed in the yard, and im- 
proved lighting provided throughout. 


goods deck 
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\t Tipton, the up yard will be extended bridge, the larger engines are working 

to give accommodation, accessible to over it at reduced speed. From May 2 
id vehicles, for 73 rail wagons, while next, Class ‘‘5’’ mixed traffic 4-6-0 

the two existing fixed cranes will be engines will regularly work over the 

replaced by a 7-ton goliath crane. On Somerset & Dorset Joint line. The 
down side the goods shed will be maximum unpiloted load for these 
ened by 24 ft. and extended by 176 engines on such trains as the Pines 
towards the Birmingham direction, Express will be 265 tons, compared with 
ibling 23 more wagons to be dealt 190 tons allowed the Class ‘‘ 2 ”’ 4-4-0s, 
ith under cover. A mobile 3-cwt. which are at present the most powerful 
crane will be installed, and the lighting passenger engines used on this line. 
facilities and staff accommodation im , —os 
pa ts wii Milford Docks Progress.—Sir l’elix 
roved. The principles described in - ; ‘ : 
‘ se . J. C. Pole in his address at the recent 
article on Modernising Goods : sn 
fe as ‘ annual general meeting of the Milford 
Depots,’”’ in Tut RAILWAY GAZETTI Docks Company said that the docl 
, rn an aa sae KS é Sé e dock 
March 5, 1937 (pp. 423-432), are | = apt secon 
lied revenue account showed an_ increase 
ng applied. : see ates ace eee : 
PI from £70,427 to £77,537, and the income 
Larger Locomotives for the of the company showed a considerable 

Somerset & Dorset Joint Line. improvement in nearly all departments, 

[Twelve out of thirteen bridges having and the gross profit of £25,441 was 
ww been reconstructed between Man- £4,722 more than in the previous year. 
itsfield and Bath, the L.M.S.R. is able The investment of £35,000 in the Milford 

to use for traffic between Gloucester, Steam Trawling Company had resulted 

or Bristol, and Bath, six different types in an increased income to the dock 
large standard locomotives which company. Alive to the possibility of 
previously could not be worked into developing cargo trade the docks com- 

Bath owing to size and weight. Pending pany was improving the facilities for 

the reconstruction of the thirteenth dealing with cargo. 

. . . >. 
British and Irish Traffic Returns 
| 
| rotals for 13th Week lotals to Date 
GREAT BRITAIN |—— = | ~ 
| | | | | 
| 1938 | 1937 \Inc. or Dec.} 1938 | 1937 | Inc. or Dec. 
hn tee ten ll a | | 

L..M.S.R. (6,8554 mls. f f £ f £ | f 

‘assenger-train traffic... 420,000 $52,000 32,000 5,131,000 5,291,000 160,000 
Merchandise, &« 491,000 463,000 28,000 6,343,000 6,210,000 133,000 
Coal and coke 239,000 224,000 15,000 3,860,000 3,691,000 169,000 

Goods-train tra ftic 730,000 687,000 £3,000 10,203,000 9,901,000 302,000 

rotal receipts 1,150,000 | 1,139,000 11,000 | 15,334,000 | 15,192,000 142,000 

L.N.E.R. (6,315 mls. 

Passenger-train trafti 273,000 312,000 39,000 3,390,000 3,508,000 118,000 
Merchandise, &« 344,000 338,000 6,000 4,456,000 4,270,000 186,000 
Coal and coke sai 252,000 220,000 32,000 3,588,000 3,350,000 238,000 

(,oods-train traffic 596,000 558,000 38,000 8,044,000 7,620,000 $24,000 

fotal receipts 869,000 870,000 1,000 11,434,000 11,128,000 306,000 
G.W.R. (3,737 mls.) 

Passenger-train traffic... 179,000 189,000 10,000 2,142,000 2,224 000 82,000 
Merchandise, &c. 205,000 174,000 31,000 2,596,000 2,453,000 143,000 
Coal and coke 109,000 82,000 27,000 1,609,000 1,507,000 102,000 

roods-train traffic ; 314,000 256,000 58,000 4,205,000 3,960,000 245,000 
otal receipts } 493,000 $45,000 $8,000 6,347,000 6,184,000 163,000 

S.R. (2,147 mls 

Passenger-train traffic 279,000 | = 290,000 11,000 3,380,000 3,443,000 63,000 
Merchandise, &c. 68,000 61,000 7,000 783,500 757,000 26,500 
Coal and coke 32,000 32,000 $78,500 457.000 21,500 

(,o0ds-train traffic ‘ 100,000 93,000 7,000 1,262,000 1,214,000 48.000 

rotal receipts 379,000 | 383,000 4,000 4,642,000 4,657,000 15,000 

Liverpool Overhead ... 1,282 1,268 14 17,324 15,292 2.032 
64 mls.) | 

Mersey (44 mls. 4,706 $803 97 56,680 55,035 1,645 

*London Passenget 
Transport Board 566,700 ; = 584,300 17,600 | 22,461,900 | 22,351,900 |4+ 110,000 

IRELAND 
fast & C.D. pass 1,716 3,014 1,298 21,923 22.540 617 
80 mils.) 
goods 526 | 413 113 5,805 6,337 | 532 
total 2,242 3,427 1,185 | 27,728 28,877 1,149 
} 

Great Northern pass. 7,550 14,250 6,700 104,150 108,200 4,050 

543 mls.) | 
goods 11,050 9,550 1,500 114,950 119,000 4,050 
total 18,600 23,800 5,200 219,100 227,200 8,100 
Great Southern pass 29,119 40,599 11,480 362,463 367,124 4,661 
2,076 mls.) j 
goods 40,587 41,927 1,340 522,071 550,165 | 28,094 
total 69,706 82,526 12,820 884,534 917,289 | 32,755 
| | 
4 * 40th week (before pooling) . Easter Monday, 1937 
= 
Ee 
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British and Irish Railway 
Stocks and Shares 


Prices 
Vain ras 
Stocks AS 4 
’ Be | o= | Apl. | Rise, 
*. " 1933 | Fall 
G.W.R. 
Cons. Ord. ... 673g 5534 5512 +-2lo 
5% Con. Prefce. .../127 108 1141. 
5% Red. Pref.(1950) 113 109 10812 _ 
4% Deb. ... ..1135g (10212 109 +1 
43% Deb.... 118 106 1101p |+2 
44%, Deb. ... 1241. (112 1161. 
5% Deb. ... ...136lg (12254 (12912 
24% Deb.... oi 64 6712 
5% Rt. Charge ....133716 118 12712 +1 
5% Cons. Guar. .../13334 [11612 (12612, |+2 
L.M.S.R. 
Ord. oo .--| B6lg |, 253g Qil4 34 
4% Prefce. (1923) | 821g | 6534 | 5712 |+1e2 
4% Prefce. wel 921g | 7734 | 7512 [+12 
5% Red. Pref.(1955) 10734 (102 102 -- 
4% Deb. ... ... 108 9914, (10312 +1 
5% Red.Deb.(1952) 11712 j111 11319 
4°, Guar. ... LO4 957, | 99lo | +1 
L.N.E.R. 
5°) Pref. Ord. 121, 634 6 $14 
Def. Ord. ... sod oe 35g 3lg +18 
4% First Prefce. 7912 | 63 5712 | +12 
4% Second Prefce. 3112 21 2112 +19 
5% Red. Pref.(1955) 10114 8934 8812 _ 
4% First Guar. .... 103 917g | 95 +19 
4% Second Guar. | 975g | 851g | 85 - 
3% Deb. ... 841g | 74 77 { 
4% Deb. ... ...10714 | 981g {102 +1 
5% Red.Deb.(1947) 11312 (10612 |10712 
44% Sinking Fund |1105)¢ |10512 {107 — 
Red. Deb. 
SOUTHERN 
Pref. Ord.... ... 985g | 831g | 76 +1 
Def. Ord. ... wo.| 277g | 1634 | 19 tp 
5% Pref. ... ve. 1261;6 10513, 6 11312 
5% Red. Pref.(1964) 118 1101, 11310 
5% Guar. Prefce. (13334 (11634 [12512 (+1 
5% Red.Guar. Pref. 11812 11112 114 
(1957) 
4% Deb. ... 112 10114 (107 +1 
5% Deb. ... 13534 [12312 |12712 aS 
4% Red. Deb. 113 105 108 +1 
1962-67 
Be.rast & C.D. 
Ord. ‘gins i 4 41p _— 
ForRTH BRIDGE 
4% Deb. ... ... 106 9915 |10012 — 
4%, Guar. ...,10534 99 i002 — 
G. NORTHERN 
(IRELAND) 
Ord. en ee 5 5lo 
G. SOUTHERN 
(IRELAND) 
Ord. ai ».| 50 2112p | 20 — 
Prefce. ... soe] OF 34 30 
Guar. ode .. 9434 | 691g | 51 
Deb. na ...| 95 821g | 7934 
me ae 
44% “A” 12334 {11012 {11712 
5% “A” 135 [12112 |127a2 
44% “T.F.A.” ....10834 [104 105 
om Bb” 125 1141, (12012 
a a 9954 | 75 7912 — 
MERSEY 
Ord. We .-.| 423g | 22 19 +2 
4%, Perp. Deb. ...|103 9634 100 _ 
3% Perp. Deb. 775g | 7412 | 7Ale _ 
3% Perp. Prefce. | 6854 | 61llq | 63 — 
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RAILWAY AND OTHER REPORTS 


Buenos Ayres Western Railway 
Limited .—The question of the payment 
of dividends upon the preference stocks 
of the company will be considered by 
the board when the accounts for the year 
ending June 30, 1938, are completed. 

Buenos Ayres Great Southern 
Railway Co. Ltd.—-The board an- 
nounces that the question of the pay- 
ment of dividends upon the preference 
stocks of the company will be con- 
sidered when the accounts for the year 
ending June 30, 1938, are completed 

Barsi Light Railway Co. Ltd. 
The directors have declared a dividend 
of 2 per cent., actual, in respect of the 
half year ended September 30, 1937, on 
the ordinary stock, payable on May 5, 
1938 

Central Argentine Railway 
Limited.—The board has decided that 
no interim preference dividend pay- 
ments will be made, and the question of 
any declaration in respect of the year to 
June 30, 1938, will be considered when 
the figures for the whole vear are 
available 

Sheffield & South Yorkshire Navi- 
gation Company.—After again trans- 
ferring £2,800 to mortgages redeemed 
suspense account, the company reports 
for 1937 a net profit of £8,316, compared 
with £8,224 for 1936. The dividend on 
the 4} per cent. non-cumulative pre- 
ference shares is to be 1} per cent. for 
the vear (the same), and £14,736 (against 
£14,232) is carried forward. The ton 
nage of traffic rose by 44,000 tons to 
815,000 tons, and receipts from tolls, 
&ec., were £1,055 higher at £51,833. 

Metropolitan Assented Stock. 
Glyn, Mills & Co., the trustee and regis- 
trar under the trust deed relating to the 
Metropolitan Assented Stock, consti- 
tuted by Section 89 of the London Pas- 
senger Transport Act, 1933, announces 
that, out of the instalment of interest 
received on the London Transport “ C ”’ 
stock held under such trust deed, a dis- 
tribution of 1 per cent. actual (less 
income tax at 5s. in the pound) on such 
assented stock (on account of the in- 
terest on such stock for the year ending 
June 30, 1938) will be made to those 
persons who, at the close of business on 
\pril 5, 1938, are the registered holders 
of such assented stock, and that the 
warrants for such interest will be posted 
on April 19, 1938 


Northern General Transport Co. 
Ltd.—Total revenue for the vear 1937 
amounted to £748,243 and the total 
expenses, including £50,000 provision 
for renewals and £20,000 provision for 
income tax, were £580,810, leaving a 
working surplus of £167,433, against 
£148,586. Adding £49,908 brought 
forward gives a total of £217,341. 
From this amount the sum of £73,514 is 
transferred to reserve, and from the 
balance of £143,827 the directors again 
recommend the appropriation of £3,000 
to employees’ assistance fund, and of 
£19,500 for dividend of 64 per cent. 





for the year on the preference shares. 
The dividend recommended for the 
vear on the ordinary shares is 10 per 
cent., the same as for 1936, but it 
takes £69,257, against £55,405, leaving 
£52,070 to be carried forward. The 
share capital has been increased to 
£1,000,000 by the creation of 50,000 
additional ordinary shares of £1 each. 
During the vear £138,514 of the amount 
standing to reserve was capitalised and 
distributed to the ordinary  share- 
holders in fully-paid ordinary shares. 
The company is controlled jointly by 
the L.N.E.R. and the British Electric 
Traction Co. Ltd. 


British Automatic Co. Ltd.— Profits 
for the year 1937 amounted to £48,309 
compared with £41,066 for 1936. Add- 
ing £6,031 brought forward, gives a total 
available of £54,340. The directors 
have placed £30,988, against £28,075, to 
depreciation and renewals account, and 
recommend a dividend of 4 per cent., 
tax-free, for the year 1937, compared 
with 3§ per cent., tax free for 1936, 
leaving £7,352 to be carried forward. 

A. Reyrolle & Co. Ltd.—For the 
year ended December 31 last, the profits, 
after taxes, amounted to £155,322, 
against £130,743 for 1936. The dividend 
on the ordinary shares for the year is 
maintained at 124 per cent., but on a 
larger capital, as 195,000 additional 
ordinary shares of £1 each were issued 
in April, 1937, bringing the total issued 
up to 780,000. The sum of £40,000 is 
again allowed for development ex- 
penditure, and the amount to be carried 
forward is £147,233, comparing with 
£128,336 brought in. 

Cammell Laird & Co. Ltd.—The 
net profit for the year 1937 after provi- 
ding for depreciation, debenture stock 
interest, and sinking fund and other 
charges, amounted to £223,707, com- 
pared with £146,449 in 1936. In this 
profit is included £173,434 income from 
investments, of which £75,000 was 
received from Metropolitan-Cammell 
Carriage & Wagon Co. Ltd., and repre- 
sents a dividend of 5 per cent. per 
annum, free of tax, covering the years 
1935, 1936, and 1937. After adding 
{22,339 brought forward there is a total 
of £246,046, out of which the directors 
recommend a transfer of £100,000 to 
general reserve, and payment of a 
dividend of 5d. per 5s. unit of ordinary 
stock (8) per cent.) less tax, which 
requires £110,937, leaving £35,109 to 
be carried forward. 

G. D. Peters & Co. Ltd.—A net 
profit is reported for 1937 of £38,295, 
comparing with £21,912 for 1936 trans- 
ferred to reorganisation account. The 
directors write off capital reorganisation 
expenses {329 and transfer £30,000 to 
debentures redemption reserve. The 
capital reorganisation scheme approved 
by the shareholders in May, 1937, be- 
came effective on July 30, 1937. As 
from that date, all shares ranked 
equally, and a dividend is now recom- 
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mended at the rate of 15 per cent. per 
annum in respect of the five months 
ended December 31 last, leaving £4,392 
to be carried forward. The issue of 
100,000 ordinary 5s. shares sanctioned in 
April, 1937, is to be offered at par to 
shareholders registered at Maich 29 in 
proportion to their holdings. 


Skefko Ball Bearing Co. Ltd. 
Net profits for 1937, after taxation, 
amounted to £275,149, compared with 
£235,493 for 1936. The directors re- 
commend payment of a final dividend 
of ls. a share, free of tax, making 
Is. 6d. a share, or 30 per cent., free of 
tax, for the whole year, the same as for 
1936. The sum of £25,000 is provided 
for pensions, and the amount to be 
carried forward is £314,993, against 
£214,844 brought in. 


Clayton Dewandre Co. Ltd.— 
Accounts show that the gross profit in- 
creased from £51,182 in 1936 to £56,680 
in 1937. After providing for directors’ 
fees, £8,005 for depreciation, and £13,000 
for taxation, there is a balance of 
£31,446. Out of this balance, the 
directors have applied £8,000 to general 
reserve (against nil), and have again 
transferred £10,000 to undivided profits 
account. As already announced, the 
dividend for the year on the ordinary 
stock is 8} per cent., against 8 per cent., 
and on the deferred stock it is raised 
from 8 to 9} per cent., leaving £2,940 
to be carried forward. The increase in 
gross profit has been spread fairly over 
the whole of the company’s manufac- 
tures. The company did not have a 
full year’s benefit of the increased plant, 
machinery, and premises that were 
provided by the increase of capital in 
March, 1937, when 20,000 ordinary /1 
shares and 100,000 deferred Is. shares 
were issued to shareholders. 


Colvilles Limited.—Accounts for 
1937 show a trading profit of £911,004, 
against £658,638 for 1936, net dividends 
from subsidiaries £135,126, against 
£80,516, and the amount brought in 
£247,138, against £123,408, making a 
total of £1,293,268 compared with 
£862,562. The directors set aside 
£295,000 for depreciation and obsoles- 
cence, and £242,000 for income tax, 
N.D.C., &c. The dividend recommended 
on the ordinary stock is 8 per cent., 
requiring £235,173, and the sum of 
£150,000 is placed to general reserve, 
leaving £288,251 to be carried forward. 
The dividend for 1936 was 7 per cent. 
The efficiency of all the plant has been 
fully maintained, and a heavy pro- 
gramme of renewals and replacements 
has been carried out. During the year 
the company took over from the 
liquidators of David Colville & Sons 
Ltd. a guarantee of the £125,000 five 
per cent. preference capital and dividend 
of Smith & McLean Limited, for which 
£30,000 was received. The company 
has acquired an interest in Nimmo & 
Dunlop Limited, which has been formed 
to hold the ordinary shares of James 
Nimmo & Co. Ltd. and James Dunlop & 
Co. Ltd., coal masters, who control large 
fields of coking coal. 
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firm requires 
include Works 
inspection certain Appliances manufactured 

Li n Area—in his other work. Duties not 
re erable, but requiring experience of inspec- 
tion of like nature.—c/o Box No. 24, Tag Kos- 
way Gazette, 33, Tothill Street, London, S.W.1. 


Track Appliance 


» AILWAY 
R Inspector to 


xperieaced 


Bengal-Nagpur Railway Company Limited 


rHXYHE Directors are 
l Tenders for: 
00 CHILLED CAST IRON WHEELS. 
Specification and Form of Tender can be 
ned at the Company’s Offices, 132, Gresham 
House, Old Broad Street, London, E.C.2, on or 
4th April, 1938. 
\ fee of 10s. will be charged for each copy of 
the Specification, which is NOT returnable. 
lenders must be submitted not later than 
Noon on Thursday, 21st April, 1938. 
The Directors do not bind themselves to 
accept the lowest or any Tender, and reserve to 
dividing 


prepared to receive 
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OFFICIAL NOTICES 


y ANTED for India, Carriage and Wagon 

Estimator for large firm of Rolling 
Stock builders. Applicants must have held a 
similar post, and be of good general and tech- 
nical education. Single men about 25-30 years 
of age with drawing office experience preferred. 
Salary approximately £45 per month, five-year 
agreement, provident fund, free passages, and 
home .eave on re-engagement. Apply, by letter, 
stating age and whether married or single, to: 
** AXLEBOX,”” c/o Aspotts, Eastcheap, London, 


4.0 


Sudan Government 


UDAN RAILWAYS require an ENGINEER- 
h ING DRAUGHTSMAN, age 30-35 years, 
preferably unmarried. Must be neat, quick and 
accurate Draughtsman, with sound knowledge 
of Design and Construction, capable of taking 
out quantities, preparing Specifications and 
Estimates. Must be A.M.I.C.E. or possess 
degree in Civil Engineering and experience in 
the office of a Civil Engineer. Preference will 
be given to candidates with Har- 


accordance with Government Scales, _ viz., 
££396—432— 480 -540-600, the first increase being 
biennial and after that triennial. 

The successful candidate will subscribe to the 
Provident Fund on appointment with a possi- 
bility of being offered permanent and_pension- 
able service if later he is selected to fill a post 
in a higher scale. 

Free passage on appointment. 
examination. 

Applications giving full particulars as regards 
age, qualifications and experience, together 
with copies of testimonials, should be sent to 
the Controller, Sudan Government London 
Office, Wellington House, Buckingham Gate, 
London, S8.W.1, marking envelope ‘“‘ Engineering 
Draughtsman.” 


Strict medical 


Universal Directory of Railway Officials 
and Railway Year Book 


43rd Annual Edition, 1937-38 








themselves the right of reducing or Railway or Price 20/- net 
the order. . mae bour works experience. i : 
y Order of the Board, Starting rate of pay £E396-£1432 per annum 
T. R. WYNNE, (LEI ox tek caane te mee eae THE DIRECTORY PUBLISHING CO. LTD. 
Managing Director. qualifications, with periodical increases in 33, Tothill Street, Westminster, S.W.1. 

CONTRACTS AND TENDERS S. A. De Rectification et D’Engrenage 

Procédés Minerva has received orders 

Clvde Crane & Booth Co. Ltd. has The South African Railwavs & Har- from various French departments for 18 

received an order from the Crown bours Administration has drawn up five-speed synchronised gearboxes with 

\gents for the Colonies for one 4-ton plans for the purchase and manufacture reverse for 85-h.p. double-bogie railcars 


crane and two 20-ton overhead cranes, 
for the Kenya & Uganda Railways. 


Locomotives for Newfoundland 

The North British Locomotive Co 
Ltd. has received orders from the Crown 
\gents for tke Colonies for two 2-8-2 
type locomotives and tenders required 
for the Newfoundland Railway. 


Wagons for Peru 
La Brugeoise et Nicaise & Delcuve 
has received from the Peruvian Cor- 
poration an order for 10 30-ton all-steel 


bogie covered goods wagons. 


[Tavlor Bros. & Co. Ltd. has received 
an order from the Buenos Ayres Great 
Southern Railway for 160 pairs of 
and axles complete and 456 
solid-forged steel wheels. 


wheels 


It is reported that the German 
Ferrostal Works has received a 
tract valued at approximately £650,000 


con- 


from the Chilean State Railways to 
cover the supply of an electric sub 
station, three electric and seven steam 
locomotives, 15 trains (some of which 
are to be diesel and some electric), and 


other equipment required in connection 
the electrification of the line 
between Santiago and San Antonio. 


with 


The Patent Shaft & Axletree Co. Ltd 
received orders from the West of 
India Portuguese Guaranteed Railway 
\dministration, to the inspection of 
Messrs. Robert White & Partners, for 
the supply of 235 tons of steelwerk for 


bridges. 


lhe West of India Portuguese Guaran- 
teed Railway Administration, has placed 
orders to the inspection of Messrs. 
Robert White & Partners, with Crossley 
Br Limited for one 100-kVA. diesel 
engine driven generating set, and with 
t} General Electric Co. Ltd. for 
switchgear. 


of rolling stock to a value of nearly 
£13,000,000, states The Times. Expendi- 
ture on steam locomotives will amount 
to £3,500,000, on electric locomotives to 
£1,000,000, on coaches to £3,626,000, 
and on wagons to /4,712,000. 


G.W.R. Contracts 

The directors of the Great Western 
Railway have authorised the placing of 
the following contracts : 

R. Pratt Limited One Fordson 
truck and two Iordson Sussex chassis 

laskers of Andover (1932) Limited: Six 
articulated trailer chassis 
Wimpey & Co. Ltd Driving of 
piled foundations for a viaduct and retaining 
wall at Greenford 

A. O. Laird Limited Construction of 
new carriage lifting and painting shops at 
Old Oak Common 

W. T. Nicholls Limited : Reconstruction 
of goods shed, and other works at Hockley 

Tannoy Products: Provision and instal 


3-ton 


Geo 


lation of loud-speakers at Newport (High 
Street) station to assist in dealing with 
heavy passenger traffic on bank holidays, 
XC 

Nott, Brodie & Co. Ltd Widening the 


line between Hatton and Bearley, Warwick 
shire, for a length of about 43 miles 
For Swindon Works 
J. Bennie & Sons Ltd 
a plate edge planing 
(boiler shop 
\lfred Herbert 
of two hexagon 
(machine) shop 
ft the Docks :- 
Penarth Pontoon, 
Repairing Co. Ltd Overhaul of 
St. Julien and St. David 
Bickle Engineering Co. Ltd 


The provision of 


machine in ‘‘ \ 


Limited : 
turret lathes in 


The provision 
Toes 


Slipway and = Ship 


vessels 


Overhaul of 


ss. Sir John Hawkins 

Philip & Son Ltd Overhaul of ss 
Sambuy 

Gossell & Son Limited, on behalf of 
S.A. des Boulonneries de Liége et 
de la Blanchisserie, has received an 


order from the Central Argentine Rail- 
way for 300,000 mild steel dogspikes. 


and 12 smaller gearboxes for 150-h.p. 
railcars. Orders have also been received 
from the French National Railways for 
five special four-speed planetary syn- 
chronised gearboxes electro-pneumati- 
cally controlled for 250-h.p. railcars. 


Tenders are invited by the Bengal 
Nagpur Railway Administration, re- 
ceivable by April 21, at 132, Gresham 
House, Old Broad _ Street, London, 


E.C.2, for the supply of 1,000 chilled 
cast-iron wheels. 

Tenders are invited by the Chief 
Controller of Stores, Indian Stores 
Department (Electrical Section), New 


Delhi, receivable by April 26, for the 
supply of quantities of electrolyte re- 
quired for the renewal of train lighting 
various makes. Tenders are 
receivable by May 3, for 
the supply of positive and negative 
sections for train lighting lead acid 
cells ; receivable by May 5, for ebonite 
and glass cell boxes ; and receivable by 
May 7, for a quantity of ebonite per- 
forated or wooden separators for lead 
acid train lighting cells. 


cells’ of 
also invited, 


New Locomotives for France 

It is understood that the French 
National Railways have decided to 
order 130 new locomotives this year of 
existing types, probably comprised as 
follow :- 
25 of the Chapelon 4-8-0 type rebuilt 
from existing P.O.-Midi 4-6-2’s for the 
South-Eastern (P.L.M.) Division. 

45 of the latest Chapelon 4-6-2 type to be 
built new for the Nord and Est Divisions. 

50 of the Nord 5.1200 class 2-10-0 for the 
Nord and Est Divisions 

10 of the improved Ceinture type 2-10-2 
tank locomotives for the Nord. 


No. 240.705 of the P.O.-Midi 4-8-0 
Chapelon type is to undergo tests 
shortly between Laroche and Dijon. 
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General conditions in the stock and 
share markets have been brighter since 
the commencement of the new Stock 
Exchange account on Monday. Very little 
improvement in the volume of business 


was reported and earlier gains were not 
fully held, but owing to the absence of 
selling pressure the undertone has a much 
firmer appearance than of late. Senti- 
ment has benefited from more hopeful 
expectations in regard to the Budget and 
from the view that, if there an 
early termination of the Spanish war, the 
European political situation will improve. 


ilso is 


Movements in Home railway stocks 
were moderate in character, but buyers 
were more in evidence, despite the further 
batch of disappointing traffic figures. 
The latter, however, compare with the 
week of last year which included Easter 
Monday. [The past week’s receipts of 


the Great Western were regarded as very 
satisfactory, as they show an increase of 
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£48,006 


115}. 


] 


and 


.M.S.R. 


the 
moderately better at 55}. 
other stocks were very firm; the 5 per 
cent. preference improved fractionally to 
junior 


Railway Share Market 


ordinary stoc 


L.N.E.R. 


and 


k 


was 
The railway’s 


securities were inclined to improve, partly 
on the assumption that traffics will bene- 
fit from the influx of visitors to Glasgow 


for the 


but 


forthcoming 
earlier 
1L.M.S.R. ordinary, which was at one time 


gains 


were not 


fully 


held 


Empire Exhibition, 


down to 203, has, however, rallied to 21}; 


while 


the 


4 


per cent. 


preferenc 


e 


was 


steadier around 76, as was the 1923 pre- 
ference at 58, although an easier tendency 


developed later. 
transferred around 57}, 
preference, which was 21 at the beginning 


of the 


Southern 


appearance. 


week, later improved t 
issues had a relatively steady 
The preferred 


while the 


L.N.E.R. first preference 


second 
» 213 


was slightly 


better at 763, while the deferred touched 
19} at one time. 


London Transport 


“oe 








April 8, 1938 



























was firm at 79}. French Railway sterling 
issues regained part of their recent sharp 
declines, both Midi and Orleans 4 per 
cent. bonds, which had reacted to 76 
the end of last week, improved to 79 
Argentine railway securities failed to 
benefit from the rather better trend 


markets. Central Argentine issues 1 
mained under the influence of the decision 
not to pay an interim dividend on thi 
4} per cent. preference stock, although 


this was in accordance with general ma 
ket expectations. The ordinary stocl 
which moved down to 7 at the end of la 
has remained 


week, around this figur 


while the junior stocks of the other leading 
Argentine railways were also lower in 
price. B.A. Great Southern preference 


had the steadiest appearance. Elsewher: 
San Paulo was affected by doubts whether 
a final dividend will be paid. Canadian 
Pacific reflected the better tendency in th: 
American railway market. 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Keturns 




































a 
Traffics for Week % Aggregate Traffics to Date Prices 
Miles , > Shares 
Week = . 
Railways open E o- . or + ~ at 
de on tnding - » hon me Totals . : v 7 Co 
1937-38 Total poten a - Increase or Stock =5 $3 a 
this year gore C ee. aon . Decrease = es ak 
with 1937 This Year Last Year = a = 
f 
{ Antofagasta (Chili) & Bolivia 834 3.4.38 16,480 14 28 229,350 | — 1,220 Ord. Stk. 29 1014 8lo | Nil 
| Argentine North Eastern 753 2.4.38 5,403 - 2624 | 40 361,769 347,014 + 4,755 oa 1914 6 3 Nil 
| Argentine Transandine _— - _ — _ _- - A. Deb. 9312 60 75 5 
Bolivar 174 Mar., 1938 4,800 > — 1,300 13 11,900 17,2005 = 5,300 6 p.c. Deb. 91o 5 8lo | Nil 
| Brazil —_ _ — — —_ - _ _ Bonds. 17 9 6 71g 
| Buenos Ayres & Pacific 2,806 104,404 — 19,169 40 3,502,237 3,658,603 — 156,366 Ord. Stk. 171g 51 4 Nil 
| Buenos Ayres Central 190 $100,400 $25,000 33 $4,536,900 | $5,422,31 — $885,400 Mt. Deb. 41lo 18 111g | Nil 
| Buenos Ayres Gt. Southern 5,084 176,861 | — 17,184 40 6,036,847 5,998,964 + 37,883 | Ord. Stk. 3334 13lp 9lo | Nil 
| Buenos Ayres Western 1,930 $4,231 - 17,556 40) 1,816,005 1,946,231 - 130,226 3134 111g 61g Nil 
~ | Central Argentine 3,700 103,703 | — 73,381 40 4,902,476 6,109,450 | — 1,206,974 oe 3414 1034 Jlo Nil 
9 | do. — - — — _— _ _ Dfd 2019 419 5 Nil 
s Cent. Uruguay of M. Video 980 20,238 + 2,879 39 699,123 678,301 + 20,822 | Ord. Stk. 6720 2 2lo Nil 
& | Cordoba Central 1,218 _— - - — - Ord. Inc 614 11 Ilg_ = Nil 
< | Costa Rica 188 18,767. + 1,741 | 35 197,323 142,134 | + 55,189 Stk. 38 27 271p 714 
3 | Dorada 70 14,700 — 1,100 9 32,400 31,100 + 1,300 | 1 Mt. Db. 107 106 106 553 
S < Entre Rios 810 11,228 2,060 40 373.939 518,906 + 55.033 | Ord. Stk. 19716 6 5 Nil 
8 } Great Western of Brazil 1,092 6,700 1,100 14 113,100 116,300 — 3.200 Ord. Sh. 34 lg lq Nil 
~ | International of Cl. Amer 794 $477,297 — $42,015 9 $964,439 = 31,033,251 - $68,812 > = rr —_ an 
#2 | Interoceanic of Mexico -- — — — — — -— Ist Pref. 2 /- lo Ni 
= | La Guaira & Caracas ' = 5,095 585 - 14,675 16,875  — 2,200 re . 812 : Ste aa 
5 | Leopoldina 918 r 19,571  — 5,919 255,884 304,242 0 — 48,358 | Ord. Stk. 914 ; 215 | Ni 
9 | Mexican 483 "38 $448,600 $92,200 13 $4,014,200 | $4,124,100 | — $109,900 ll 14 38 Nil 
Midland of Uruguay 319 9° 10,547 + 2,059 35 75.858 69,474 + 6,384 7 17g 1p lo Ni 
| Nitrate 384 31.3.38 8,293 | — sos | 13 47,998 47,333 | + 665 | Ord. Sh. | 3lj¢ 2 134 | Nil 
| Paraguay Central 274 2.4.38 $2,920,000 — $614,000 | 40 $123,354,000 $109,840,000 + $13,514,000 | Pr. Li. Stk 84 7914 7219 81, 
Peruvian Corporation 1,059 , 1938 80,434 - 5,486 39 740,756 730,897 + 9,949 Pref 1434 4lo 3 Nil 
Salvador 100 3.38 626,750  — ¢€12,750 | 39 ¢786.475 889,508 — ¢103,033 Pr. Li. Db. 2312 2119 2210 | Nil 
San Paulo 1534 32,083 3,848 13 365,780 377,328 | — 11,548 | Ord. Stk 98lp 56 381g | 13° 
Taltal 160 1,840 1.600 35 30,670 27,930 + 2,740 Ord. Sh I7i¢ 1116 34 13516 
United of Havana 1,353 37,623 — 6,750 40 991,326 1,031,215 | — 39,889 | Ord. Stk 55g 3130 2l1o Nil 
Uruguay Northern 73 1,014 + 138 35 7,434 8,492 _ 1,058 | Deb. Stk. 10 2 2 Nil 
«= (Canadian National 23,802 989,146 — 122,930 13 8,244,596 8.995,437  — 750,841 a — — — — 
v Canadian Northern _ a _ _ - a — 4p.c Perp. Dbs 77 6212 621 6% 
S Grand Trunk — a _ = _ os 7 — 4p.c.Gar. 1017, 9410 98lo 4lig 
5 Canadian Pacific 31.3.38 669,800 — 131,606 13 6,033,200 6,333,400 _ 300,200 Ord. Stk 18 714 5lo Nil 
f Assam Bengal 40,665 — 5,262 50 1,318,323 1,276,101 Ord. Stk. 86 731g 79 3176 
Barsi Light 3,510 + 578 51 135,150 111,292 Ord. Sh. 66lo 46 58 8 
Bengal & North Western 79,753 — 10,898 | 24 1,333,811 1,423,002 Ord. Stk. 317 301 29619 , 6lig 
* | Bengal Dooars & Extension 3,455 + 134 | 51 141,641 126,712 of 100 84 841. 71 
= 4 Bengal-Nagpur 195,900 | — 34,037. 51 6,862,925 | 6,061,400 101 89 91lo | 43g 
= | Bombay, Baroda & Cl. India 315,600 + 19,350 52 8,979,525 8,937,450 ee 113 1101p | 1101p | 576 
| Madras & Southern Mahratta 171,075 17,766 50 5,234,008 5.189,178 a 110 105 10519 8lig 
Rohilkund & Kumaon 17,067 2,118 | 24 262,912 279,070) — 16,158 a 314 302 30119 51536 
| South Indian 116,795 + 6.917 | 50 3,952,695 3,777,688 + 175,006 1031. 991lo 1011, 41116 
| 
{ Beira-Umtali 204 Jan., 1938 79.831 + 17,093 | 18 356,561 268,806 + 87,755 _ —_ —_ _ — 
| Egyptian Delta 620 20.3.38 5,752 — 3830 O51 256,165 245,922 | + 9,243 Prf. Sh. 31/ 34 ll, | Nil 
Kenya & Uganda 1,625 Feb., 1938 248,923 — 25,925 9 522,477 569,087 | — 46,610 — — — — — 
2 | Manila — — — _— — — _ _ B. Deb 481, 4312 48lo 7516 
© ~ Midland of W. Australia 277 Feb., 1938 15,062 3,739 | 35 113,039 106,190 + 6.849 Inc. Deb 98 931p 9319 414 
3 | Nigerian 1,900 19.2.38 383,942 — 33,990 47 2,553,735 2,259,455 + 294,280 — -- _- —- 
> | Rhodesia 2,442 | Jan., 1938 393,202 + 66,276 18 1,710,441 65,254 + 345,187 — - — — 
| South Africa 13,263 12 3.38 609,095 13,056 50 31,847,278 5 + 1,561,879 _ — — — — 
\ Victoria 4,774 Jan., 1938 887,042 77,664 31 _ — - ae _ — _ _ 
Note.—Yields are based on the approximate current prices and are within a fraction of 1g 
+ Receipts are calculated @ 1s. 6d. to the rupee § ex dividend 
he variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, 


the amount being overestimated. 


The statements are based on the current rates of exchange and not on the par value 










